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Ashcroft’s Patent Oil-Testing Machine. 


The engraving and description of this machine published 
herewith are taken from the Polytechnic Review: 

In the accompanying illustration we present to our readers 
an improved and efficient patent oil-testing machine, manu- 


factured by the Ashcroft Manufacturing Company, of No. | 


5l and 53 Sudbury street, Boston, Mass. It consists of a 
line spindle, accurately fitted in bearings, firmly and rigidly 
secured to an inflexible bed-plate. 
fitted a fast and loose pulley for starting and stopping it, 
and two brass — with a weighted lever for testing the 
oil. To register the revolutions made during a test, a coun- 
ter, or revolution indicator, is attached; and, to indicate the 
temperature, a thermometer is affixed; while the total press- 
ure In pounds and the coéflicieft of friction are shown by a 
gauge provided. 

The operation is as follows: Suppose a given quantity of 
oil shows under test 160° of heat when the machine is driven 
at aspeed of 10,000 revolutions per minute, and another 
grade of oil shows 160° when the machine runs at” 7,500 
revolutions per minute, the exact cash value of the second 
will be but 75 per cent. of the first; and in this way the ex- 
act money value of any oil may be accurately ascertained. 
In addition, however, to this practical test, the machine 
may be driven until a higher temperature is reached, so as 
to see which oil produces the worst residue, and in view of 
the heating of journals from the oil holes becoming gummed 
up, this is an important feature of this machine, 

In operation four drops of the oil to be tested are dropped 
into the receiving cup end a brass dropping-tube, the tem- 
perature noted, and the machine started and run until a 
given degree of temperature is reached (the standard being 
about 200°). The machine is then stopped, 
and the number of revolutions it has run dur- 
ing the test are read off the indicator 

he testing may be made to answer any 
required conditions by varying the speed of 
the machine and regulating the weight upon 
the lever, thus testing the oil under the 
precise conditions under which it is required 
to use it. 

This machine has attracted considerable 
attention from railroad companies, among 
which may be mentioned the Eastern Rail- 
road and the Chicago, Burlington & Quincy 
Railroad, the Grand Trunk ilroad, and 
is also in use in the Washington and Brook- 
lyn Navy- Yards. 





Train Accidents in September. 





The following accidents are included in our 

record for the month of September: 
REAR COLLISIONS. 

Very early on the morning of the 4th a 
freight train on the New York, Lake Erie & 
Western road, which was going up the grade 
near Susquehanna, Pa., with a pusher in the 
rear, broke in two, and the pusher drove the 
rear cars into the forward ones, wrecking four 


cars. 

On the 6th a passenger train on the Wash- 
ington City, Virginia Midland & Great South- 
ern road ran into the rear of a repair train * 
near Culpepper, Va., and the engine and 
some cars were badly damaged. 

On the 6th a passenger train on the Atchi- 
son, Topeka & Santa Fe road ran into the 
rear of a freight train, which had stopped on the main track 
near Newton, Kan., wrecking the caboose and five box cars 
and throwing the passenger engine from the rails. j 

On the afternoon of the 7th a switching engine in the Chi- 
cago & Northwestern yard at Fort Howard, Wis., suddenly 
started off with no one on board, ran up the yard and into 
the rear of a freight train standing on the track, wrecking 
the caboose. 

On the afternoon of the 12th, as an engine pushing the 
‘“‘trackometer ” car was running at a rapid rate ugh the 
yards of the Pennsylvania Railroad at Altoona, Pa., it struek 
the rear car of a freight train, which was just —e out of 
the yard. The “‘trackometer” car, which is rather low, was 
forced in under the box-car, damaging both. A number of 
local officers of the road were on the car, of whom four were 
badly and four others less severely hurt. 

On the night of the 12th a freight train on the Southwest 
Pennsylvania road broke in two near Greens! , Pa, and 
the rear portion ran into the forward one, wrecking several 
cars and blocking the road three hours. 

On the night of the 13th a passenger train on the New 
York Central & Hudson River road ran into a-box car, which 
a high wind had blown from a siding upon the main track 
at Pittsford, N.Y. The car was wrecked, the engine dam- 
aged, the engineer and fireman slightly hurt. 


| 
On the evening of the 14th a passenger train on the Texas | 


& New Orleans road ran into some freight cars which had 
been left standing on the main track near Orange, Tex., dam- 
aging the engine and cars and myey here fireman. 

On the 16th a freight train on the Chicago, Rock Island & 
Pacific road ran into some cars which had broken loose from 
a preceding wood train near Beverly, Mo., i 


gang. The break in the wood-train was due to a coupling 
not properly made, the pin being too large. 

On the 16th a freight train on the Boston & Albany road 
ran into the rear of a preceding freight near Schodack, N. Y., 
wrecking several cars. 

On the night of the 23d a freight trainonthe New York, 
Lake Erie & Western ran into the rear of a ing freight 
near Painted Post, N. Y., wrecking the and three 
loaded box-cars. The fireman was hurt. 

On the 24th a freight train drawn by two engines on the 
Denver & Rio Grande road ran over a mi switch and 
into some cars standing ona siding at Chicosa, Col. Both 
engines and several cars were badly broken, a fireman killed 
and an engineer hurt. 

On the afternoon of the 24th a freight train on the New 
York, Lake Erie & Western road ran into the rear of a pre- 
ceding freight, which was just pulling intea — ing at Nar- 
mer — Le x Y. Several cars were wrecked and engine 
thrown over down a bank, blocking the road several hours. 
It is said that the first train had no signal out. 

On the afternoon of the 27th a passenger train on the Me- 
tropolitan Elevated road ran into the rear of another, which 


was ay ow at the Bleecker street station in New York, A 


car was badly damaged and the conductor hurt. 
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BUTTING COLLISIONS. 


On the 3d there was a butting collision between two pas- 
senger trains on the Southwestern Railroad, of Georgia, at 
Cut — Ga., by which both engines were somewhat dam- 
aged. 

On the 5th there was a butting collision between two freight 
trains on the Chicago & Alton road, near Lexington, DL, by 
which both engines were badly broken and some cars dam- 


On the morning of the 6th there was a butting collision 
between two local passenger trains on the Missouri Pacific 
road near Grand-avenue crossing in St. Louis, Mc., by which 
two engines anda t car were badly broken and five 
pomes slightly hurt. The accident is said to have resulted 
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ASHCROFT’S PATENT OIL-TESTING MACHINE. 


the ca- | 
boose and two flat cars and killing the foreman of the wood | 


| 
| Western road were thrown from the track by a draw-head 
| which pulled out of one of the cars. 


DERAILMENT, SPREADING OF RAILS. 
On the eveni 


rom the carelessness of the men on one of the trains, and 
the conductor and engineer were arrested. 

On the night of the 6th a St. Paul, Stillwater & Taylor's 
Falls passenger train ran into the head of a St. Paul & Du- 
luth freight, which was backing into a siding in St. Paul, 
Minn. The passenger engine was slightly and the freight 
badly damaged. 

On the evening of the 9th there was a butting collision be- 
tween a freight train and a wild engine on the Fort Wayne, 
Muncie & Cincinnati road, near Connersville, Ind., by which 
both engines were badly damaged. 

On the morning of the 14th there was a butting collision 
between two freight trains on the New Jersey Southern road 
in Long Branch, N. J., by which both engines were slightly 
damaged. 

On the night of the 13th there was a butting collision be- 
tween two trains on the Western North Carolina road, near 
Catawba, N. C., doing slight damage to both engines. 

On the 16th, in Milwaukee, Wis., on the Chicago, Milwau- 
kee & St. Paul road, there was a bane hn ye between a 
passenger and a gravel train, by which both engines and 
several cars were damaged and one laborer hurt. 


On the evening of the 21st there was a butting collision 
between a Toledo, Peoria & Warsaw freight train and a 
Peoria, Pekin & Jacksonville switching engine in the yard 
at Peoria, Il. 
gines. 

On the night of the 21st there was a butting collision be- 
tween two freight trains on the Grand Trunk road near 


Only slight damage was done to the en- 
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| Camlachie, Ont. Both engines were thrown down a bank 
and badly broken and 17 cars were wrecked, 

|. On the afternoon of the 26th there was a butting collision 
| between a passenger train and the pay-train on the Southern 
| Railroad of Long Island, near-Fresh Ponds, N. Y._ Both en- 
| gines were damaged and two passengers hurt. It is said 
| that an order had been given to hold the snger train at 
Fresh Ponds, but the operator failed to deliver it. 

On the morning of the 30th there was a_ butting collision 
between two freight trains on the Hannibal & St. Joseph 
{road near Kidder, Mo., by which both engines and several 
cars were badly dar and the road blocked four hours. 

CROSSING COLLISION. 

On the morning of the 26th a Chicago, Milwaukee & St. 
Paul freight struck a Chicago & Nortwestern pomenge 
train at the crossing of the two roads in Watertown, Wis. 
The freight-engine was damaged, two cars of the passenger 
thrown over and badly broken. 

DERAILMENT, BROKEN RAIL. 

On the 18th a freight train on the St. Louis & Southeast- 
ern road was thrown from the track near Goodlettsville, 
Tenn., by a broken rail. 

DERAILMEN1, BROKEN WHEEL, 

On the morning of the 12tha nger train on the fous 

Island road was thrown from the track near Blissville 








iN. 

Y., by the breaking of a truck-wheel under the engine. The 

| engine rolled over down a bank, dragging the three cars 
| after it and breaking them badly. One passenger was killed, 


the engineer and 8 passengers hurt. 
DERAILMENT, BROKEN AXLE. 
On the morning of the 25th two cars of a freight train on 


| the Atlantic & Great Western road were thrown from the 
| track by a broken axle near Sugar Grove, Pa., and slightly 
| 7 


i 


DERAILMENT, BROKEN DRAW-HEAD. 


On the afternoon of the 11th several cars of a coal train 
on the Hawley Branch of the New York, Lake Erie & 


of the 18th two cars of a freight train on 
the Missouri Pacific road were thrown from the track in 


| Atchison, Kan., by the spreading of the rails. 


DERAILMENTS¢ WASH-OUTS AND LAND-SLIDES. 
| On the morning of the 4th a passenger train on the Alex- 
,andria & Fredericksburg road ran into a washed-out culvert 
,at Telegraph Road, Va. Twocars went into the gap and 
| were and two trainmen were hurt slightly. 


| On the afternoon of the 5th a passenger train 6n the Mar- 
| tha’s Vineyard Railroad was thrown from the track by a 
| land-slide, near 


’ Pagnetown, am. 
On the night of 12th a construction train on the Chesa- 
ee o road ran into a wash-out near Cannelton, 
. Va, The engine was wrecked and the engineer killed, 
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On the night of the 12th a freight train on the Pittsburgh, 
Cincinnati & St. Louis road went into a creek near Reed’s 
Mills, O., where a bridge had been washed out by a sudden 
freshet, and the engineer and fireman were caught under the 
engine and killed. 

n the 13th a freight train on the Washington City, Vir- 
ginia Midland & Great Southern road ran into a land-slide 
near Barboursville, Va., wrecking the engine and several 
cars, ae | two trainmen and infurin two others. 

On the 18th a freight train on the Atlantic & Great West- 
ern road ran into a wash-out near Windham, O., wrecking 
| Six cars, 

Very early onthe morning of the 13th a freight train on 
| the Erie & Pittsbu gh road went into Big Run, near She- 
| nango, Pa., where a short bridge had been carried out by a 
| sudden freshet. The engine and nine cars were piled up at 
| the bottom of the stream, the fireman and a brakeman killed 

and the engineer hurt so that he died next day. A curious 

thing about this accident is that the surviving trainmen say 

that the bridge was standing when the train reached it, 
| while others are equally sure that it was gone some time be- 
fore, one abutment and the bank behind it being washed out. 


On the morning of the 13th a freight train on the Erie & 

Pittsburgh road ran into a washed-out culvert near James- 

| town, Pa., the engine being wrecked, the fireman killed and 
the engineer hurt, 

On the morning of the 13th a freight train on the Atlantic 
& Great Western road ran into a washed-out culvert near 

| Franklin Junction, Pa., the engine falling into the gap with 
| five cars on top of it, The engineer, fireman and a brake- 
man were killed. 

On the night of the 13th a freight train on the Pittsburgh, 
Cincinnati & St. Louis road ran into a wash-out near Holli 
day’s Cove, W. Va., the engine going down into the gap 
with 12 cars after it. Water was running high through the 

|gap, and the engineer was nearly drowned before he 
worked himself out of the wreck. 
| On the night of the 18th a freight train on the Pittsburgh, 
| Fort Wayne & Chicago road ran into a washed-out culvert 
near Salem, O., and the engine went down into the gap with 
two cars on top of it, The engineer, fireman and a brake- 
; man were hurt 
On the 14th a freight train on the Lake Shore & Michigan 
Southern road ran into a washed-out culvert 
near Kinsman, O., the engine going down 
with eight cars piled up on top of it. 

On the morning of the 25th a passenger 
train on the Chicago & Michigan Lake 
Shore road ran into a wash-out near Caloma, 
Mich. The engine was wrecked, a trainman 
killed and one passenger hurt. 

DERAILMENTS, ACCIDENTAL OBSTRUCTION. 

On the night of the 2d a freight train on 
the Pittsburgh, Cincinnati & St. Louis road 
ran into a large tree which had been blown 
down across the track near Adams’ Mill 
O., wrecking the engine and eight cars anc 
blocking the road four hours. 

About noon on the 5th the engine of a west- 
bound freight train on the Pennsylvania 
Railroad ran into the wreck of a car which 
had ~< before jumped the track on an 
east-bound freight at Chickies Bridge, Pa. 
The engine was thrown from the track, went 
over into a culvert and was badly damaged, 

DERAILMENTS, CATTLE. 

On the 8th a passenger train on the Cen- 
tral Railroad of Georgia ran over a cow near 
Crawio d, Ga.,and the engine, two ice cars, 

gage and smoking cars, were thrown from 

the track and badly wrecked, injuring the 
e igineer and fireman. The damage is esti 
mated at $12,000. 

On the evening of the 12th a milk train on 
the Sussex Railroad ran over two cows near 
Monroe Corner, N. J., throwing the engine 
and tender from the track, 

On the morning of the 28th the engine and 
two cars of a passenger train on the Inter- 
| colonial road were thrown from the Gack by a horse which 

had strayed upon the road near Memramcook, N, B., and 
| the engine ran down the bank and upset into a bog-hoie, 
where it sunk nearly out of sight. 

On the 20th a passenger train on the Central Pacific road 
struck a cow near Lathrop, Cal., and the engine was thrown 
over on its side, blocking the road some hours, 


DERAILMENTS, MISPLACED SWITCH. 

On the 5th a passenger train on the Evansville & Terre 
Haute rgad was thrown from the track by a misplaced 
switch near Stacer’s, Ind., and the engine and baggage car 
were thrown across the track and y damaged, blocking 
the road seven hours. 

On the afternoon of the 5th the engine of a freight train 
on the Windsor & Annapolis read was thrown from the 
track by a misplaced switch in Annapolis, N. 8., blocking 
the road two hours. 

On the evening of the 5th the engine of a fruit train on 
the Chicago & Michigan Lake Shore road was thrown from 
the track by a misplaced switch in St. Joseph, Mich. The 
engine upset and was damaged, injuring the engineer. 

On the 30th the e and two cars of a passenger train 
on the Louisville & Nashville road were thrown from the 
track at Bowling Green, Ky., by a misplaced switch, and 
one car badly broken, in three persons. 


DERAILMENT, OPEN DRAW. 

On the morning of the 21st the engine and five cars of a 
freight train on the Carolina Central road went through an 
= draw and into the river at the bridge over Cape Fear 

iver, near Wilmington, N. C. 

DERAILMENTS WITH MALICIOUS INTENT. 

On the night of the 6th a freight train on the St. Louis & 
Southeastern road was thrown from the track near Hop- 
kinsville, Ky., where a rail had been removed from the 
trac The =e was badly hurt. A discharged section 
hand was on suspicion. 

On the night of the 6th a freight train on the Indianapolis, 
Cincinnati & Lafayette road was thrown from the track 
near St. Mary’s, Ind., where a rail had been removed by 
some persons unknown. The road was blocked several hours. 

On the evening of the 23d a passenger train on the Phila- 
delphia & Reading road was thrown from the track by a 
misplaced switch at Auburn, Pa. The engine was thrown 
over against some freight cars on a siding and damaged; 
four cars were thrown over and somewhat broken, and two 
passengers were hurt. The switch is said to have Leen pur- 
posely misplaced. 

On the 24th the engine of a passenger train on the New 
Brunswick Railway was thrown from the track near Grand 
Falls, N. B., by obstructions placed on the track. 

On the ni, of the 30th a nger train on the Missouri, 
Kansas & Texas road struck a tie which had been placed 
across the rails near Osage Mission, Kan., and the engine 
was thrown from the track. 


DERAILMENTS, UNEXPLAINED AND MISCELLANEONS. 
On the morning of the Ist a freight train on the Balti- 
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more & Ohio road ran off the track near Annapolis Junc- 
tion, Md., wrecking several cars and blocking the road some 
time. 

On the afternoon of the 1st a car in a freight trainon the 
Wabash road ran off the track in rt, Ind. 

On the afternoon of the 3d, the engine and seven cars of a 
freight train on the Ohio & Mississippi road were thrown 
from the track near Vincennes, Ind. ’ 

About noon on the 5tha car in a freight train on the 
Pennsylvania Railroad, ran off the track at Chickies ee 
Pa., and was thrown over upon the opposite track and y 
wrecked. 

On the morning of the 12th the engine of a passenger 
train on the Cumberland Valley road ran off the track near 
Chambersburg, Pa., blocking the road four hours. The en- 
gine was badly . j 

On the morning of the 14th, as a freight train was back- 
ing out ot the Atchison & Nebraska yard at Atchison, Kan., 
the rear car jumped the track and two others were thrown 
over inst it, wrecking it badly. 

About noon on the 14th, as a repair train on the Shepaug 
Railroad was running backward near Shepaug, Conn., the 
rear car jumped the track and three others were piled up on 
top of it and y wrecked, Two trackmen were killed and 
one hurt so that he died ina few days. The road was blocked 


a whole day. 

On the morning of the 17th the e 
train on the Atchison, Topeka & Santa Fe road ran off the 
track in the yard at Atch ison, Kan. 

On the afternoon of the 19th a mger train on the 
Pittsburgh Southern road ran off the track near Castle 
Shannon, Pa., and one car turned over on its side. 

On the morning of the 21st a car in a freight train on the 
Kansas Cen road ran off the track near m, 6 

On the morning of the 22d a freight train on the Cairo & 
Vincennes road, having a circus on board, ran off the track 
near Mt. Carmel, Ill., and five cars were wrecked, injuring 


four men, , 

On the 27th a ger train on the Richmond & Danville 
road ran off the k near Richmond, Va., and the engine 
went down the bank, killing the engineer. _ 

On the morning of the 28th a freight train on the Phila- 
deiphia & Reading road ran off the track near Port Clinton, 
Pa., wrecking the engine and a number of cars. The wreck 
caught fire and several cars were burned up. 

BOILER EXPLOSIONS. 

On the night of the 23d the engine of a freight train on the 
Chicago, St. Louis & New Orleans road exploded its boiler 
at Vaughan, Miss. The engine was wrecked, the fireman 
killed, the engineer and conductor badly hurt. 

F OTHER ACCIDENTS. 

On the afternoon of the 8th the engine of a passenger train 
on the Wabash road broke a connecting rod near Logans- 
port, Ind., delaying the train some time. 

This is a total of 76 accidents, whereby 22 persons were 
killed and 53 injured. In 14 accidents one or more persons 
were killed; 14 others caused injuries, but not death, while 
48, or 68.2 per cent. of the whole number, there was no 
injury serious enough for record. 

As compared with September, 1877, there was a decrease 
of 8 accidents, an increase of 2 in the number killed, and a 
decrease of 35 in that injured. 

These accidents may be classified as to their nature and 
causes as follows: 


ne of a passenger 
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Three collisions were caused by trains breaking in two; 
two by mistakes ir train orders; one each by a misplaced 
switch, by failure to use signals, by a runaway engine, by 
cars blown out of a siding, and by cars carelessly left on the 
maintrack. There were 10 accidents due directly to defects 
or failures of road or equipment, 

Of the collisions five were between passenger trains, nine 
between a passenger and a freight, and 13 between freight 
trains ; 16 derailments were of passenger and 31 of freight 
trains, and of the other accidents one was to a passenger and 
one to a freight train, The 27 collisions killed three and in- 
jured 21 persons; the 47 derailments killed 18 and injured 
80, and the two other accidents killed one man and injured 
two. 

Five cases of malicious derailment are reported, two by 
obstructions put on the track, two by removal of a rail and 
one by a misplaced switch. In the last named case parties 
are now on trial for the crime. Five accidents—one collision 
and four derailments—resulted from switches;carelessly left 
wrong. The open draw is one of those cases which neces- 
sarily imply carelessness, either in showing or observing 
signals. . 

The number of butting collisions is unusually large ; 
perhaps it may have resulted from the confusion caused by 
roads temporarily blocked by storms, as many were during 
the month. The month was made remarkable by its severe 
storms, and especially by thatof the 11th, 12th and 13th, 
which spread over a wide expanse of country, but made itself 
most felt in Eastern Ohio and Western Pennsylvania, where 
the railroads of the Mahoning and Shenandoah Valleys were 
cut for days and enormous damage done. This storm was 
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For the year ending with September the record is as fol- 
lows: 





82 31 

83 23 7 
66 8 26 
75 23 77 
7 8 31 
49 5 14 
46 12 55 
50 13 At 

56 12 58 

amece ee 54 7 41 
Ci Risctusteeskk Scnaeeeshires 75 36 108 
September ................ 0005 76 22 53 
Totes. ....-; 779 2 689 


The averages per day were, for the month, 2.53 accidents, 
0.73 killed and 1.73 injured; for the year, 2.13 accidents, 
0.55 killed and 1.89 injured. The average casualties per acci- 
dent for the month were 0.289 killed and 0,697 injured; 
for the year they were 0.257 killed and 0,884 injured. The 
proportion of killed for the month was above, and that of 
injured below the average. 





The Influence of the Distribution of Steam on the 
Efficiency of Steam Engines. 


BY M. MARCEL DESPREZ, ENGINEER. 


(Translated from the Revue Industrielles des Mines, by Prof. 
Robert H. Thurston.] 

The excellent paper of M. Dwelshauvers-Dery, on ‘‘ The 
Valve-gear of Steam Engines exhibited at Vienna,” has 
determined me to make known the results of my studies of 
this subject. 

What are the conditions which should be filled by a good 
system of steam-distribution? and, these conditions being 
given, what mechanism best accords with them ? 

Nearly all practical men who have considered this ques- 
tion agree that a perfect distribution should fulfil the follow- 
ing conditions : 

Ist. Admitting the steam exactly at the beginning of the 
stroke of the piston. 

2d. Opening the steam-ports suddenly, and widely enough 
to permit the steam to enter at, as nearly as possible, 
boiler pressure. 

3d. Closing the ports at any point in the stroke of piston, 
with the greatest possible rapidity and at the precise mo- 
ment when the cut-off should take place, avoiding the 
throttling of the steam. 

4th. Carrying the expansion to the end of stroke, avoid- 
ing premature exhaust. 

5th. Opening the exhaust ports suddenly and holding them 
open throughout the return stroke of the piston, carefully 
avoiding compression. 

A distribution which fulfills all these conditions to many 
seems to be the ideal of the class, and to attain this ideal 
they have shrunk from no degree of complication. 

The latest system which has been devised to accomplish 
this end, a system which has produced among constructors 
a perfect infatuation, is that which is known as the ‘ Cor- 
liss.” 

Let us exhibit, beside the conditions enunciated above, 
the distribution which is obtained with a simple slide-valve 
with lap moved by a circular eccentric or by any link- 
motion. We may distinguish in a distribution of this char- 
acter six phases, which are; 








Impelling Phases. { 1. Admission, 
— < 2. Expansion. 
Forward stroke of piston. (8. Exhaust lead. 
Resisting Phases. { 4. Exhaust. 
-—- 5. Compression. 
Return stroke. H 6. Steam lead. 


The mechanisms employed to give a distribution of this 
kind are certainly of extreme simplicity ; they are also exclu- 
sively used in locomotives. Unfortunately, the majority of 
engineers and constructors consider the results that they 
give as very imperfect and regard them as incapable of 
giving a good utilization of steam; they are therefore ex- 
cluded from engines which are called economical. 

We will examine, one after the other, the working of a 
steam engine under a pressure of six atmospheres, abso- 
lutely without condensation, first with a perfect distribution 
of steam and then with a distribution effected by the link- 
motion. 

I will assume that the piston of this engine has an area of 
one square meter and a stroke of one meter, and that the 
volume of each of its ‘‘dead spaces” is 0.05 of a cubic 
meter, or the twentieth of the volume swept through by the 
piston at each single stroke. 

I will not make use of formule of thermodynamics, as 
they are too complex and as they do not give, under the con- 
ditions of ordinary practice, any better approximation than 
is obtained by the use of Marriotte’s law. The latter ap- 
proximates very nearly to the truth, as is shown by indi- 
cator diagrams taken from expansive steam engines. 

I have assumed the pressure to be exactly 10,000 kilo- 
grams per square meter instead of 10,333 kilograms; it re- 
sults from this that, in the determinations given hereafter, 
all numbers expressing quantities of work should be multi- 
plied by 1.066, or, more simply, by 34. This is of no im- 
portance. The object of the work being purely practical, 
in all my calculations I have preserved only the three first 
significant figures. Every one who has studied the theory 
of the steam engine knows, in fact, that the phenomena 
which occur in the interior of a steam cylinder are so com- 
plicated and so imperfectly known that it is impossible to 


responsible for nearly all of the many wash-outs and land- | obtain accuracy to within one per cent. of their numerical 


slides recorded above, and probably for many minor acci- | value. 


Thus, then, whether we apply the very long and 


dents, which escaped record through the general confusion | very laborious methods of calculation of thermodynamics, 
and the attention drawn to the more important and fatal | or simply Marriotte’s law, we obtain results which differ 
ones. More of the deaths were caused by these wash-outs | sensibly from the truth because no known theory enables us 


than by any other class of accidents. 


to take account of that exchange of heat which is con- 
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tinually going on between the metal of the cylinder and the 
steam. 

Thus, Professor Zeuner, in his classic work on the mechan 
ical theory of heat, after having exhibited, in the fullest de- 
tail, the method to be followed in the application of the prin- 
ciples of thermodynamics to the calculation of the work and 
the efficiency of the steam engine, concluded by showing 
that the formulz of De Pambour give results equally exact. 
I shall take up this matter again in another work. 

These preliminaries concluded, I give in Table A the work 
done in a steam engine with a distribution which is “per- 
fect,” «. e., one fulfilling all the conditions enunciated in the 
beginning of this article. I assume that the fraction of the 
stroke during which the steam is admitted varies from 0.15 
to 0.50. .I repeat, first, that the piston in a single stroke 
sweeps through a volume of one cubic meter, and that the 
dead spaces amount to 0.05 cubic meter, or 4, the volume 
traversed. 

If, now, we make the same calculation for a perfect dis- 
tribution in the ideal machine without dead spaces, we ob- 
tain Table B. 

Now take the third case, that of an engine having 0.05 
dead space, and in which the steam is distributed by a sim- 
ple valve and the link-motion of Gooch or Allen, or by our 
own system, which will be presently described; the follow- 
ing are the elements of such a distribution as applied to a 
locomotive for express service: 


SE ee 0.15 0.20 0.25 0.30 
s § 725mm 74mm 76mm 79mm 
troke of valve............ 12.85 in. 2.91 in, 2.99in. 3.21 in. 
. (625mm 7mm 8mm 9.5mm 
Maximum opening... .... } 0.24in. 0.28in. 0.31in. 0.37 in. 
OO eee Tee 0.39 0.35 0.31 0.28 
Back pressure................0.033 0.025 0.016 0.010 
SS hb sith, Cab: non eccsne .35 0.40 0.45 0.50 
. -! { 81.0mm 85mm 89mm 92.5mm 
Stroke of valve.......... * 7 321in. 3.35in. 3.54in. 3.64 in. 
. {10.7mm 12.5mm 145mm 16mm 
Maximum opening........ }0.42in. 0.7in. 0.57in. 0.64 in. 
COMMIT OUTIOR «6 560s cv ces cvtved 0.25 0.225 0.195 0.175 





Back pressure... cegecee Jae “ 

The outside lap is 30 millimeters = 1.2 inches. 

The inside lap is 0. 

The steam lead is 5 millimeters = 0.2 inch. 

Steam lead is invariable. 

At first glance, this distribution seems open to grave 
criticism if it is proposed toemploy it when admitting steam 
during but a small fraction of the stroke of piston. If we 
take, as an example, an admission of 0.20, we find— 

lst. That the opening of the ports is, at the maximum, but 
7 millimeters, which should produce a considerable differ- 
ence between the steam pressure in the valve-chest and that 
in the cylinder, 7. e., what engineers call throttling. 

2d. When the piston has moved over 0.65 of its stroke, 
steam begins to escape into the atmosphere. It would seem 
a priori that we thus lose all the work that the steam should 
produce by its expansion through the remainder of the 
stroke. 

31. When the piston has completed 0.65 of its return stroke, 
the exhaust is closed and the steam, now at a pressure of one 
atmosphere, is compressed behind the piston. Its tension is 
thus raised more and more, or up to the time at which the 
admission again commences; there is thus work produced in 
resistance. 

4th. The admission of steam, instead of commencing ex- 
actly when the piston is at the commencement of its stroke, 
begins when it has 0.03 of its return stroke still to make; 
this gives another amount of resistant work. 

Such are the inconveniences common to all systems of dis- 
tribution by the valve simply.* 

Each of them seems serious enough to engineers and 
builders; so much the more does their combination in the 
distribution by the lap-valve lead them to consider the latter 
entirely inadmissible in economical engines. 

I will examine each of these objections and calculate the 
amount of resisting work due to it and the impelling effort, 
also, in each of the phases of the distribution of a cut-off 
taking place at 0.20 the stroke. I will calculate the expense 
of steam corresponding to each. 

lst. Admission.—At the beginning of the stroke of the 
piston, the ports are already open to a distance equal to the 
lead, say 5 millimeters. Again, the dead spaces are filled 
with steam in consequence of the compression and the steam 
lead. This fact is advantageous, as it causes the pressure of 
the steam in the cylinder at the beginning of the stroke to 
differ but slightly from the pressure in the valve-chest; it 
should be noted that the velocity of the piston is here zero. 
During the admission of steam the valve continues to open 
the steam port until the piston has made 0.024 of its stroke; 
at this instant,the opening has attained its maxi- 
mum, which is 7 millimeters (0.028 inch); then the valve re 
turns, gradually diminishing the opening of the port, until 
it is completely closed at 0.20 of the stroke. 

It is essential, in order to understand what occurs, to trace 
closely the action of the valve and to observe the volume of 
the passage open to the steam just before closing. It is seen 
in the following table: 


Distance of the 
iston from 
the beginning 
of the stroke 
in percent- 
age of full 
a 
Opening of the | 2.53mm 2.05mm 1.55mm 1.04mm 0.53mm 0.00mm 
rt {0.10 in. 0.08 in. 0.06 in. 0.04 in. 0,02 in. 0.00 in, 
Speed of piston ) 
in percentage | 
of speed at}714 
one-half} 
stroke. ...... } 


We will now make a similar table for the Meyer system of 


15 16 17 18 19 20 


78.4 


ur 


73.3 


1 


5.1 76.8 80.1 








* These observations do not apply to the elliptic system devisea 
by the author of this —_ That em permits us to obtain 
with a sim: le vaive all t e results which can be secured 
systems which include the double valve, It 
hereafter. 
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“distribution, in which the stroke of valve shall be relatively 
the same as that which we have under consideration; that is, 
about 74 millimeters (2.9 inches).+ 
We thus find 
Distance of the 
piston from | 
the beginning } 15 16 17 18 19 20 
of the stroke, 
per cent, 


Opening of the | 3.7mm 2.96mm 2 20mm 1,48mm 0.74mm 0,00mm 


port .)0.15in, 0.12 in. 0.09 in, 0.06 in. 0.03 in. 0.00 in. | 


Opening at the beginning of stroke, 14.8mm = 0.6 in. 
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| inches), the pressure of steam remained uniform throughout mencement of the expansion may then become very much 
| the admission, and that the deflection only became sensible | lower in the boiler. But this is not true of its temperature, 
| when the piston had but two or three per cent. of its stroke | and the steanrinclosed in the cylinder may be found super- 
| to make before the closing of the port occurred. We find, | heated, especially if it was dry when coming from the 
| indeed, in this respect, surprising results, proving that the | boiler. The consequence of this condition, in which the 
| steam assumes, while traversing the ports, velocities very | properties of superheated steam are acquired, is that in cer- 
| much greater than those which are indicated by the formu-| tain cases, particularly those in which the cylinder is not 
/le usually employed, considering the slight difference in | well protected against cooling and wet steam, working with 
pressure due to its flow. wire-drawn steam may be more economical than working 


| When, however, the velocit; of piston becomes very great, 
Finally, we give the data for the Farcot distribution, which as in locomotives making 150 or 200 revolutions a minute, | 
is taken as one of the best, the stroke of the valve remaining or more, the pressure is constant during but a very brief 
the same. period, and that part of the diagram which corresponds to 
{a5 8-42) 18 ome | the admission runs into the expansion-line, properly so 
Sesbananine, tom of stroke... .{ | 29.950 .an 290. 0n0.n0n! called. But this occurs, also, with double valves, since the 
“ inches... 1.7009 0.10 0.07 0.05 0.02 0,00 | Velocity with which they close the port is sensibly the same 
Thus, then, the two systems which are, with good reason, | as that of the simple valve. This, then, would be the case in 
classed among the best double-valve arrangements, give a | Which it would be proper to use the valve with multiple open- 
port opening hardly greater than that given by the single | ings. But does this gradual loss of pressure present a serious 
lap-valve near the point of closing; consequently, if these | disadvantage in an economical point of view ¢ 
valve-gears do not throttle the steam, the lap-valve does not. | ‘Thisis indeed one of those questions that every one answers 
It should be noted that the throttling does not depend | at once, while it is one of the most difficult to determine; it 
simply upon the port-opening, but more upon the speed of | is certain that, considered apart from all the accessory 
the piston. | phenomena accompanying it in the steam engine, such as the 
If there were no difference of steam pressure between the | ¢ntrainment of water, the conductivity of the surface of the 
valve-chest and the steam cylinder, the density of the steam | Cylinder, ete., it produces a loss of useful effect; but, even 
would be the same in both, and it would follow that the vol-| then, is this loss considerable? I think not; and the opposite 
ume of steam which must pass in a unit of time through the | Opinion, circulated by engineers, arises from their involun- 
port would be equal to the volume swept through in the same | tary assumption that steam is an incompressible fluid, like 
time by the piston. Thus, if we call water, in which the losses of pressure due to friction, to the 
ithe length of port, small size of orifices through which they flow, etc., cause 
L the breadth of port, proportional losses of useful effect. 
ino, Tre But it is quite different with steam, a fluid which is elastic 
V the rate of flow of the steam, and of which the density diminishes with the pressure and 
we would have,on the supposition that the steam has the | which possesses the property of retaining practically con- 
same pressure before and behind the port, and consequently | stant its initial temperature when expanding into a larger 
the same density, space without doing external work. 

VLizAvc:am Vea Av. | It follows, in fact, from the experiments of M. Hirn, that 
| saturated steam having a pressure of five atmospheres and 
| a temperature of 155° C. (811° F.), falls to a pressure of one 
proportiontal to the ratio —; that is, to the ratio of the | ®t™mosphere and a temperature of 140 C. (234° F.) when 

l | it flows freely into the atmosphere; its temperature is, then, 

speed of piston to the port-opening at the given time. | after expansion, 40° C. (104° F.) higher than that which it 
Now if we calculate this ratio, or, what is the same thing, | would have if it were saturated. Thus it happens that 

a ratio in which rv is replaced by a quantity which is propor- steam, compelled to take a higher velocity in passing through 
tional to it, we have for the simple valve: | narrow orifices, before its arrival in the cylinder, has, in the 


Distance of the piston from the 


Li. 
We find that, on this supposition, the velocity of the steam 
. 


-* — of a piston | cylinder, a temperature very considerably higher than that 
rakes Tage arch, wer +15 16 17 18 19 20 which corresponds to its point of saturation; that it is, in 
cent.. seen ee ees | fact, superheated. Now superheated steam has a great su- 

Ratio — oo ......0.28 036 048 O74 «1.48  &8| periority over saturated steam. This superiority is not due 

Pie , | to the insignificant diminution of density which results from 

Square of or—.. ...0.08 013 023 055 220 ‘g | the superheating, but to the fact that superheated steam 

l, r 


wp yields its heat to the walls of the cylinder much less readily 
I have entered in the third line the values of — because | than saturated aren Superhenting ses aid ust ~eneertgd 
2 | sensibly the efficiency of an engine having a cylinder in- 
we may take the difference of pressure between the cylin- capable of conducting heat; but such a cylinder is not ob- 
der and the valve-chest as proportional to this ratio un- | tainable, and we have no other means of reducing the con- 
der the hypothesis assumed, 7. e., supposing the density of | siderable loss of energy which is caused by the continual 
the steam to differ but little above and below the port. | transfer of heat between the walls of the cylinder and the 
a | steam than to reduce as much as possible the power of the 
steam to give up its heat; that is to say, to superheat. 
0.19 of the stroke of the piston, that isto say, atthe pointfrom| It follows from what has been stated that, in certain 
which the piston has but 0.01 of its stroke to make before | cases, the wire-drawing will be far less objectionable than it 
the valve completely closes the port, we finally obtain the | is usually considered. 
following : I will now, to conclude the discussion, give here the figures 
Distance of the piston} obtained by M. Hirn, in his beautiful experiments on single- 
a oy nthe, Ser 15 16 17 18 19 20/cylinder engines with variable expansion, working with 
cent... bee, superheated steam. The external work measured by the 
brake was constant. 


u 
Now, if we take as unity the value of — corresponding to 
I 


B | 
Values of — or relative \ 0.036 0.06 0.10 0.25 1.0 * 
re } Boiler pressure, atmos- 
loss of pressure... ° 


J RINE, sxc <ncvse dates 4.5 4.5 4.5 
We see, therefore, and it is this which I wish to prove, that | Superheat.............. 197 yy 197 ris . 
the loss of pressure decreases in an extraordinary ratio, as| point of cut-off, per it Toent . 
we depart from the point at which closing is completed, as,| CeMt.--..------+.+-+ ++ 20 87 venir —, 
when the piston has moved through 0.17 of its stroke, this| External work, meas- ete} 
loss is one-tenth as great as when it has moved 0.19. ured by brake........ 150 H.P. 150 H.P. 150 H.P. 
These considerations show plainly that the difference of | Weight ot steam per | 0.345 kil. 0.411 kil. 0.469 kil. 
pressure, called throttling, or ‘‘ wire-drawing,” depends on po ee ee ( 0.759 Ib. 0.904 Ib. 1.032 Ibs. 
- 7 - Work of cne kilogram 
the passage open to the steam at the instant before complete | — of steam in kilogram- 
-ut-off, and that, in this respect, thes i ac IE 8 32.300 27.400 24.000 
“e ay ae FemDech, Cees Se ee Sl on atk tat tin... 1808 79.872 78.720 


tribution exhibit insignificant differences. S 4 

The only truly effective method of increasing the area of In the experiments corresponding to the lest oe om. 
opening, were it necessary to do so, consists in the adoption | Y™5, the induction valve san. pally cael, walle. the 
of valves having several openings like those of Frick, of | P®™ iod of admission was lengthened. We ano thet, im the 
Hanrez, etc. Frick’s valve is used on many locomotives in | }45t two cases, the economical efficiency is very much higher 


without throttling. 

Finally, the experiments of M. Hirn have shown that, 
even with a loss, when the wire-drawing is carried to an ex- 
treme, the economical efficiency is much less affected than 
is generally supposed. 

It should be added that the effect of wire-drawing is not 
the same, whether produced by the throttle valve or by the 
slide, especially in condensing engines. It is of greatest ad 
vantage when produced by the slide. 

[TO BE CONTINUED. 





Death of Mr. Benjamin H. Latrobe. 





Mr. Benjamin H. Latrobe, one of the most distinguished 
engineers of America, died at his home in Baltimore, Ne. 
146 North Charles street, at 5:30 a. m., Saturday, Oct. 19, 
surrounded by his whole family, his wife, his two sons, Rev. 
Benj. H. Latrobe, Jr., and the well-known bridge-engineer, 
Mr. Charles H. Latrobe, his three daughters, his brother, 
John H. B. Latrobe, the eminent lawyer, a sister, and his 
nephew, the Mayor of Baltimore. The following imperfect 
sketch of his life we take from the Baltimore Gazette of 
Oct. 21: 


Benjamin H. Latrobe was born in Baltimore in 1807, hiw 
father being Benjamin H. Latrobe, Sr., one of the most 
skilled architects of his time. Among his most famous 
works are the national capitol buildings at Washi on, the 
Roman Catholic Cathedral and the exchange Iding of 
this city The deceased was educated for the bar, havin 
begun the study of law after his graduation from St. Mary’s 
College, in his 18th year, and his brother, Mr. Jonn H, B, 
Latrobe, Sr., entered the Military Academy at West Point, 
where he stood well in all his classes. Their father having 
been called to New Orleans, La., about 40 years ago to 
superintend the construction of the waterworks there, was 
attacked with yellow fever and died. Mr. John H, B. La- 
trobe then left West Point and began the study of law, in 
which he has since attained great eminence. The subject of 
this sketch, who had always had a decided talent for mathe- 
matics, finding the study of law distasteful, abandoned it 
and began to prepare himself for civil engineering under Mr. 
Jonathan Knight, at that time Chief Engineer of the Bal- 
timore & Ohio Railroad. I 1831, the talent of the you 
man having won the favor of Mr. Knight who recommend- 
ed him highly to the officers of the road, he was appointed 
Assistant Engineer. Soon afterward he was made chief of 
the corps of engineers, and finally became Chief Engineer of 
the company. 

Mr. John H. B. Latrobe then occupied the position of 
Chief Counselor for the company, and the two brothers 
were thus called upon to play a most important part in this 
great Baltimore enterprise, each of them combining in their 
separate persons a most valuable acquaintance with both 
law and engineering. It was under the supervision of the 
deceased that the Baltimore & Ohio Railroad was ex- 
tended to Cumberland River, and in 1853 he be and af- 
terward successfully completed the branch road Cum- 
berland to Wheeling. The difficulties of both these enter- 
ong were in those days thought to be almost insurmounta- 
»le, and it was largely due to the skill, ene and perse- 
verance of Mr. Latrobe that they were finally overcome 
and the road carried meg the wild fastnesses of the great 
Alleghenies. He was also Chief Engineer of the Pittsburgh & 
Connellsville Railroad, and after its completion became 
its President, in which position he displayed rare admin- 
istrative ability. The Washington Branch was also built 
under his supervision and the massive viaduct over the 
Patapsco at the Relay stands to-day a beautiful monument 
to his engineering skill. After holding the position of Chief 
Engineer for 21 years under the successive administrations of 
Louis McLane, Thomas Swann and W. G. Harrison, Mr. La- 
trobe resigned soon after the election of Mr. John W. Gar- 
rett, but up to the time of his illness was frequently consulted 
in regard to the working of the road. The city authorities 
also had occasion for his services in regard to the Jones’ Falls 
improvements, and in August last he was requested by Mayor 
Latrobe to give his opinion agen the best means cf remedy- 
ing the basin nuisance. His illness prevented his acceding 
the request. In private life the deceased was a modest and 
unobtrusive man and a courteous but genial gentleman. 
During the civil war he was an earnest member of the Union 


party. 

: The funeral took place yesterday afternoon from Emanuel 
Protestant Episcopal Church, corner Reade and Cathedral 
streets, Rev. Dr. A. M. Randolph officiating, assisted by Rev. 
C. J. Holt. ‘The attendance was very large. The remains 
were inclosed in a handsome casket, covered with black 
cloth. Upon the top was a massive silver plate, with the in- 
scription, “B. H. Latrobe, dieda@ 9th of October, 1878, aged 
71.” The pall-bearers were William Keyser, vice-president, 


Germany and in England. It gives a double area of port 
without being larger or more complicated than the commoi 
valve, and it is surprising that it is not more generally 
adopted. 





than would have been anticipated. Finally, the advantage 
of the greatest expansion, to five times the initial volume, is 
| not nearly as great as is generally believed. But the con- 
sideration of this point belongs to a succeeding article. We 





Diagrams taken from engines having a distribution by a | will now resume the discussion which has been already 
double valve show that the pressure of the steam in the cyl- | entered upon. 
inder is maintained very nearly equal to that of the steam! 1st. When the ports are completely closed at 0.5 the 
in the valve-chest, nearly up to the point at which the port | stroke, the dimensionsof the passages open to the steam 
is completely cfosed. The reasoning given above shows that | when the piston reaches 0.19, 0.13, etc., of the stroke, are 
we may obtain the same result with a distribution effected | sensibly the same for the distributions effected by the sim- 
with a simple valve. This is completely confirmed by ex-| ple valve and those obtained by the use of the double-valve. 
periment. In fact, in all the diagrams taken from English | Their area may be doubled by the employment of the Trick | 
locomotives at low speed, we find that the pressure remains | or the Allen valve, which are as simple as the ordinary lap | 
uniform during admission almost up to the point of complete | valve. 
closing of the port, the speed being from 50 to 60 revolu-| 2d. It follows that the throttling, or wire-drawing, of | 
tions a minute. | steam is equal in the two kinds of apparatus, and that it is | 

I have myself taken a large number of diagrams from en-| very little when the engine moves at the ordinary rates of | 
gines fitted with my system of simple valve-gear, and I have | speed. This is fully confirmed by the diagrams, provided | 











+ The Meyer system of valve-gear consists of a three-ported | ion: it falls more more port is completel 
slide, having an expansion-valve a the back moved by an inde- | mission; it and until the ’ y 


pendent eccentric.—Translator. 


| 
$1 
closed. Tio chiams Giesnun Sx ie eoabaor ok bane nal. 


and William G. Harrison, ex-president of the Baltimore & 
Ohio Railroad; Dr. J. P. Thom, Dr. Richard M , Law- 
rason Riggs, Charles P. Manning, Colonel Mendes Cohen and 
Dr. Carey B. Gamble. Dr. Randolph made a brief address 
at the church, in which he spoke eloquently of the apes 
and genial candor of the deceased, and of his pure no- 
ble life. The interment took place in the family lot at 
Greenmount. 





Long Service of Conductors, 

The Springfield (Mass.) Republican says: ‘‘ The 7:15 a. m‘ 
train for Boston has been run ever since the road opened, or 
about 40 years, with only one change of conductors. James 
Parker, the first conductor, ran it 29 years, and John Clarke, 
his successor, fi his tenth year with the train last Sat- 
urday.” 

Prices of Rails. 

Though the steel works are all busy now, they are said not 
to have many orders for winter delivery, and buyers are 
trying to secure a concession in prices for such orders—offer- 
ing at Eastern mills $42 to $42.50 per ton, which the manu- 


: | facturers are disinclined to — though they will proba- 
always found that, at ordinary speeds of 50 or 60 revolu- | that the steam is given a certain amount of lead. bly take less than they have got for 


tions a minute (the stroke of piston being 0.75 meter = 29| 3d. But when the velocity becomes very great, asin the loco- | ies—say $44 to $45 per ton. 
| motive, the pressure no longer remains constant during ad- | 


summer fall deliver- 


The demand for iron rails is said to be considerably more 
active, and so much so as to have caused an advance of about 
.50 per ton. Quotations are $33 to $36 at Pennsylvania 
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jhave been a very fair criterion of the business,,not 


measuring it exactly, but being nearly in proportion to 

|it. But how erroneous it would be to take this for a 
guide to the business of recent years. From 1871 to 
| 1876 the movement by the canal fell from 52,500,000 to 
33,000,000 bushels ; yet in the same time the seaboard re- 
| ceipts increased from 159,000,000 to 212,000,000 bushels. 
| Then from 1876 to 1877 while the general movement 
| decreased from 212 to 201 millions, the canal movement 
increased from 33 to 48 millions. Weare liable to gross 
errors if we take only one route or group of routes, or 
one field of production out of several. 

Mr. Nimmo’s figures for transportation were intend- 
ed chiefly to give some evidence of the degree of in- 
dustrial activity, rather than of the amount of trans- 
|portation. To give the ‘‘ amount of traffic” on a rail- 
| road he gives the number of tons of freight shipped on 
it, which is a most imperfect measure of the amount 
of transportation, and may or may not be of the 
jamount of production of the country served by the 
|road. The only true key to the amount of transporta- 
| tion is the tonnage mileage; that of the amount of 
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EDITORIAL ANNOUNCEMENTS. 


2asses.—All persons connected with this paper are forbid- 

den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.—Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EprrorR RAILROAD GAZETTE. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umns. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 


Sontributions.—Subseribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in att a offi- 


cers, organizations and changes of companies, the letting, | 


progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL. DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
vecially annual reports, some notice of all of which will 
7 published, 


THE GROWTH OF TRAFFIC. 


The new Chief of the Bureau of Statistics, Mr. 
Joseph Nimmo, Jr., promoted from the division of 
Internal Commerce, has recently made several inter- 
esting contributions to popular statistical information, 
in some of which he has made special use of statistics 
of transportation. 

If we could have tolerably complete statistics of 
transportation, they would doubtless form an exce!l- 
lent key to the statistics of production, and, i con- 
nection with other more easily ascertainable facts, 
would give a good basis for a judgment of the indus- 
trial activity and general prosperity on the country. 
And if the statistics only included a comparatively 


few staples, they would still be very valua- 
ble. Indeed, what few we have, as of cotton, 
grain, petroleum, anthracite coal and a few 


other things, are very valuable by themselves and | 
and go far toward determining the opinion of business 
| 


men concerning the condition of the country. Sup- 
pose, now, we had complete statistics of coal produc- 
tion—not simply the statistics of a few leading fields, 
or more complete statistics gathered a year or two af- 
ter the time to which they apply, but statistics of all 
coal production in the country, reported weekly or 
monthly, not more than a few days or weeks late—this 
alone would go far toward determining the condition 
of manufacturing industries. Now, we have reports 
of little more than half the coal production, probably, 


omitting the chief sources of supply of nearly three- | 


fourths of the population of the country, though this 
is not by any means the chief manufacturing popula- 
tion. 

But statistics of transportation are apt to be mislead- 
ing unless they are complete. Suppose, for instance, 
the grain shipments of the Erie Canal should be taken 
as a guide to the shipments of the grain from the North- 


tons hauled may be changed altogether by some petty 
accident which may not affect in the slightest degree 
either the quantity produced or the amount of trans- 
portation. it should become 
| desirable that the Reading Railroad should, in bringing 
its coal into Philadelphia, use the Pennsylvania Rail- 
road track for ten miles instead of its own, Then in 
the report of number of tons hauled, all the Reading 
coal tonnage might be made to appear twice, once on 
each road, while it had appeared but once. 
And, which is a common enough event, in case several 


Suppose, for instance, 


before 


roads forming a continuous line are united in the pos- 
session of one company, the million tons of through 


but one million, while before it counted for as many 
millions as there were different owners in the line. 

On this account tonnage mileage, the accurate mea- 
sure of the amount of transportation, is also likely to 
tonnage as a measure of 
It is true that the freight 
|may go longer distances one year than another ; and 
| in taking ali kinds of freight together there is room for 
account ; but when sepa- 
are not likely to be great 
changes from one year to another in the average dis- 
tances hauled over the same road. 

Mr. Nimmo adduced tonnages from 1878 to 1877 on a 
number of different roads as evidence of the growth of 
business in the country. Two of these are trunk lines 
—the New York Central and the Pennsylvania—be- 
sides the statement of through tonnage over the Balti- 
more & Ohio, which is all that is given by that com- 
pany. Twoare immediate connections of the trunk 
lines, whose through traffic is largely the same as that 
of the trunk lines—the Lake Shore & Michigan South- 
ern and the Pittsburgh, Fort Wayne & Chicago. Two 
|are Northwestern roads—the Chicago & Northwestern 
| and the Chicago, Rock Island & Pacific—and the other 
| is the exceptionally situated Union Pacific. 
| Only the two Northwestern roads are lines on which 





| be more accurate than bare 


|commerce and production, 


a considerable error on this 
rate articles are taken, there 








the tonnage shipped is likely to have been chiefly either 
| direct from the producer or to the first consumer, or 
| to any great extent a key to production or even to the 
the country. The 
| freight over the four roads between New York and 
| Chicago is very largely a transit freight, not produced 


| total transportation movement of 


on any of the lines carrying it, and moreover, all of it 


that was through freight was carried in competition 
with other lines, not only railroads, but lake and canal 
boats, so that it is readily conceivable that a growth of 


traffic on them did not represent any growth in aggre- 
gate production and transportaion, but simply a trans- 
And in fact this doubt- 
The trunk lines 
carried more than ever before in seasons when the total 
traffic was smaller rather than larger than usual, hav- 
ing increased their business at the expense of the lakes 
and canal. 


fer from one route to others. 


less was true in some of the years. 


In the spring of 1877 Mr. John Cooke, Presi- 
dent of the Danforth Locomotive Works, read be- 
‘fore the Paterson Board of Trade the result of 


investigations made by him in behalf of the lo- 
comotive works for the very practical purpose of 
ascertaining the prospects 
for locomotives. He 
| tistics of passenger and tonnage mileage over the three 
trunk lines that report, obtained from this office, 
| which showed, on the whole, a substantially station- 
ary passenger traffic since 1873, and an increase in 


freight which passes‘over the whole line then counts | 





for the’ future demand | 
used for this purpose sta- | 
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And he further illustrated the course of 
the traffic by comparing the growth of freight busi- 
ness on the New York Central before and after 1873, 
showing that where there was an increase of 27 per cent. 
from 1873 to 1876, there had been an increase of 66 
per cent. from 1870 to 1873, and of 80 per cent. from 
1867 to 1870. That there has been considerable 
growth since 1873, though slow in comparison with 
the tremendous rate of progress for several years be- 
fore that. 

For the purpose then in view, that is, the ascertain- 
ment of the work done on railroads, this was a correct 
procedure. The for locomotives depends 
largely on the amount of traffic hauled by rail, and 
would be promoted by the drying up of the lakes and 
Erie Canal, though the aggregate production and 
transportation of the country would be diminished 
thereby. 


three roads. 


is, 


demand 


That the number of tons hauled is a very imperfect 
clue to the amount of freight transportation is shown 
at once by a comparison of tons hauled with tonnage 
mileage on these trunk lines. 

Bringing down the figures a year later than in 
Mr. Cooke’s report (which was published on 
page 220 of the last volume of the Railroad 
Gazette (May 18, 1877), we find that while from 1873 
to 1877 the tons handled increased only from 22,264,275 
to 22,972,201, or 3.2 per cent., the tonnage mileage 
increased from 3,695,000,000 to 4,229,000,000, or 14.4 
per cent., the average haul on these three roads being 
166 miles in 1873 and 184 in 1877. And this indicates 
the special feature of freight transportation on the 
lines between the East and the West since 1873, that 
is. a great increase in through freight, gained chiefly 
by diverting it from the water routes by a reduction 
of rates to cost or less, and on the other hand little 
or no growth in local traffic, significant of stagnancy 
in industrial enterprises along the roads. 

A much fuller exhibition of the progress of traffic 
since 1873 than has been given before we have com- 
piled and present below, the figures indicating millions 
of ton-miles. In the first group we give the trunk 
lines, the Grand Trunk not being included in the totals, 
because the figures are only for the last half of each 
year for this road: 

Trunk Line 


Tonnage-Mileage for Five Years: 





1874. 1875 1876. 1877. 
New York Central 1,391.6 1,404.0 1,674.5 1,619.9 
Erie 1,047.4 1,016.6 1,040.4 1,114.6 
Pennsylvania. 1372.7 1,479.4 1,629.7 1,494.8 





4,229.3 
435.4 
If now we compare the traffic of the first year with 

that of the last of the five for all the road, we shall be 

able to see their rates of progress. 


4,344.6 


377.2 


. 3,695.3 3,811.7 3,900.0 
238.8 20 342.7 


DOR. 


Three roads. . 
Grand Trunk... 


Below, where we 
have done this, we have given the percentages of in- 
crease in the number of tons hauled by the side of the 
percentages of increase in ton-miles, to illustrate what 
we have said heretofore : 

—-Increase from 1873 to 1877 in— 


Ton-miles, No. of tons. 
New York Central.... - 27.0 p. c. 6.7 p. c. 
Erie et eee 7.9 p. c. (Dec.) 2.1 p. c. 
Pennsylvania....... 7.9 p. c. 4.4 p. c. 
Three trunk lines . 144 p.c. 3.2 p. ¢. 
Grand Truvk........ . 82.4 p.c. 39.0 p. ec. 


«This shows not only what the increase has been, but 
where it has Excluding the Grand Trunk, 
whose returns of ton-miles are for but half of each 
year, it appears that of an increase of 534 millions of 
ton-miles made on three trunk lines from 1873 
to 1877, no less than 342 millions, or nearly two-thirds, 
was on the New York Central; but evidently we 
get a very imperfect idea of the course of trunk-line 
traffic by excluding the Grand Trunk, whose rate of 
increase has been much more rapid than that of any of 
the other three roads, so much so that if the progress 
in the first halves of the years has been at all com- 
parable io that in the second halves, the amount of its 
increase must have been as great as the enormous one 
on the New York Central. have a further 
deficiency, which is doubtless a great one, in the ab- 
of reports for the Baltimore & Ohio. Its 
through traffic, we know, has increased enormously; the 
number of tons carried through over the main line be- 
ing 1,047,645 im 1877 against 640,265 in 1873—an in- 
crease of 631g percent., equivalent to about 153 millions 
of ton-miles over this road ; which may, however, be 
greater than the total increase in tonnage-mileage over 
the road, as the loéal traffic may have decreased. But 
the Grand Trunk increase has probably been almost 
wholly in through traffic. as that of the other roads 
has been mostly and very likely wholly. And it 1s no- 
ticeable that the northernmost and the southernmost 
of the roads carrying trunk-line traffic have made the 
greatest progress in increasing their share of it since 
1873 ; for, though we do not know what the total traf- 
fic of the Baltimore & Ohio has been, we know that it 
has never been so great as that of either of the other 


been. 


And we 


sence 


west to the East. There was a time when these would ' freight traffic of 1714 per cent. from 1878 to 1876 on these | three American lines, while its increase appears to 
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have been greater than that of any of them except the 
New York Central's, and in proportion to its traffic, 
greater even than that road's. 

Let us now turn to another group of roads, the im- 
mediate western connections of the trunk lines, from 
which the latter receive nearly all their through east- 
bound traffic except that brought by lake steamers. 
They are situated much like the trunk lines so far as 
through traffic is concerned, and get the same rates 
per mile for it ; but there are more of them, causing a 
greater diffusion of the traftic, and, what is often of 


great importance and much to the disadvantage of the | 


western connections, they compete with the lakes where 
the trunk lines compete with the Erie Canal. The dif- 
ference may be appreciated by the fact that at this 


moment the rate on wheat by lake from Chicago to) the directors for a committee to investigate the ques- 


Butfalo, 520 miles of rail distance, is 3 cents per bushel; 


of the Great Western of Canada, and that on the lines of less where there may chance to be a pressure of de- 
the Baltimore & Ohio Railroad west of the Ohio, which | mand in the winter. 


it does not report. 
largely created since i87¢ 
growth of traffic on these lines has been considerably 
more rapid than the average. 


« 
The Value of Through Freight Traffic. 


A Mr. Alexauder McEwen, of Scotland, who has 
heretofore sometimes been somewhat prominent in 
discussions concerning the Grand Trunk Railway, re- 
cently addressed a circular to the stockholders of that 
road in which he proposed deliberately to give up the 





| through traffic of the road as unprofitable. About one- 
eighth of the stocks joined with him in a request to 


while by canal from Buffalo to New York, 440 miles of | 


rail distance, the rate is 8 cents per bushel. And the 


lake steamers are very much more effective competitors | 


for merchandise freights than any canal boats, and are 
used largely as connections of the trunk lines. 

We have compiled a statement of both tonnage and 
tonnage-mileage for most of these roads, 
western termini at Chicago, Indianapolis and Cin- 
cinnati, from which we give the following: 
Tonnage-Mileage of Western Connections of Trunk Lines for 


Five Y ears. 
1873. 1874. 1875. 1876. 1877. 
Michigan Central... ... 246.1 313.4 318.4 396.0 473.8 
Lake Shore & Mich. So. 1,053.9 999.3 d . 


Atlantic®& Gt. Western. 311.0 319.3 282.7 ? 
Cleve., Col., Cin. & Ind. 270.3 264.2 263.3 311. 8 275.7 





Pitts. Ft. Wayne & 
Chicago 474.9 462.9 491.3 567.6 440.0 
Pitts. Cin. & St. L...... 205.5 204.4 207.5 250.0 236.7 
Six roads...........2,561.7 2,563.5 2.506.4 2,952.6 2,843.6 


The percentages of increase, in number of tons as 
well as tonnage mileage, have been, from 1873 to 1877: 


-Increase from 1873 to 1877 in— 
Ton-miles. No. of tons. 





tion of the unprofitableness of the through traffic. The 
result has been a communication from Sir Henry Ty- 
ler, the President of the company, in which, however, 
he does not say whether or no the through traffic is 
or ever has been unprofitable, but copies from his 


| speech at the last half-yearly meeting the extremely 


with their | 


interesting statement of the actual average rates re- 
ceived on all freight in six successive years (decreasing 
from 1.44 cents per ton per mile in 1873 to 0.75 cent 


| in 1876, and advancing to 0.80 cent in 1878), and states 


that long ago the directors instructed the officers of 
the road not to carry at a loss. As it is to be presumed 
that the officers obeyed these instructions (which, 
however, it is very difficult to do sometimes), and as 
the road has, we believe, very seldom refused freight, 
and as through rates by this road for most of the cur- 
rent year (say until the middle of August) on the 
coarsest east-bound freights have been from 0.2 to 0.4 
/cent. perton per mile, it would appear that the cost of 
| transportation on the Grand Trunk Railway is esti- 
mated very low. We do not know how much the 
Grand Trunk has taken at such rates, but we do know 


| that some other railroads last summer carried grain 


and flour at rates that yielded them but 0.26 cent per 


ton per mile, and the Grand Trunk’s line for that traf- 


fic is longer, and at the same rate would yield less per 


| 
| 


| the proper term—that this rate 


Michigan Central........... 96.5 p. ¢. 115.6 p. ¢. 

zake Shore & Michigan 

Southern 25 * 6.5 
Atlantic & Great Western.. 8.5 “ | les 
Cleveland, Columbus, C in- 

cinnati & Indianapolis > Dec. 3.4 * 
Pittsburgh, Fort Wayne & 

Chicago Dec. 7.4 *‘ 16.1 “ 
Pittsburgh, Cine innati & St. 

Louis bn cSuciies 16.2 “ awe. “ 

ge See 11.0 p. ¢. 18.7 p. c. 
Some remarkable facts are here exhibited. The} 


great increase on the Michigan Central, to be sure, is 


| 


made to appear greater than it actually has been from | 
the fact that until 1876 only the traffic of the main} 


and air lines was reported. But this does not make so 
great a difference as might be thought, for the traffic of 
all the lines in 1876is but one-fourth greater than the 
traffic of the main and air lines in 1875, and probably 
not a fifth of the total is chargeable to the branches of 
this road in the last year, and, granting this. 
the increase from 1873 has still been 54 per cent. 
Most remarkable of all is the vast decrease on the 
Pittsburgh, Fort Wayne & Chicago from 1876 to 1877 
—about 221, per cent., bringing it below the traffic of 
1873 even—a change that we were not able to believe 
until we had verified the traffic by dividing freight 
receipts in both years by the average rates per ton 
per mile. It is the more astonishing as the number of 
tons increased the year that there was so terrible a de- 
crease in the tonnage-mileage, the figures indicating 
an average haul of 164 miles in 1877 against 216 in 
1876. It indicates that this road gave up its through 
traffic in 1877 to a great extent, and we understand 
that this was the case, the Pennsylvania Railroad not 
having made in 1876 the yearly contracts at low rates 
under which most of the through traffic was carried 
in the first half of 1877. ; 

But, taking the six roads together, their traffic has in- 
creased 11 per cent. in the five years, and, what is re- 
markable, their increase in the number of tons hauled 
has been much greater—18.7 percent. That is, the 
number of short hauls has increased faster than the 
number of long ones, so that the average haul, which 
was 172 miles in 1873, had fallen to 163 miles in 1877— 
a change exactly the opposite of that which has taken 
place on the three trunk lines, where the average haul 
increased from 166 to 184 miles from 1873 to 1877. 

The culminating period for nearly all the roads seems 
to have been the year 1876—the first in which the rail- 
roads competed seriously and successfully with the 
lakes for the grain traffic. The exception in the case of 
the Mic higan Central is more apparent than real, as its 
year *‘ 1877” ended with May of that year, and so in- 
cluded seven months of 1876. 

Should we exclude the Michigan Central, whose 
returns for the first three years do not include all its 
traffic, we would have for the other five roads, taken 
together, very little difference between the traffics of 
1873 and 1877, the former being 2,315.6 and the latter 
2,369.8 millions of ton-miles. 

There is needed to complete the view of the traffic 
of this great intermediate district between the East 
and the West little more than an aecountof the freight 


| 








mile hauled; and it has been openly confessed—that is 
was not so low by a 
fifth as that by which a large amount of freight was 
taken. We shrewdly suspect that there is no road en- 
gaged in the through traffic between the West and the 
East that has not carried for a good deal less than 
cost this year and last and the year before; dnd if an 
accurate account were made of this year’s east-bound 
traffic, we are confident that it would show a very 
large balance on the wrong side of the ledger, in spite 
of the heavy traffic all the year and the improved rates 
since the middle of August. But the Grand Trunk 
people are probably not especially to blame. It is not 
so easy or safe a matter to refuse traffic because it pro- 
duces a loss, when a company is fully equipped for 
taking it. The refusal of the business will not enable 
it to save all the expenses properly connected 
with it unless it is abandoned for all time—and not 
then always. If rates are below cost in July, andI 
lay by my trains, but keep up my staff and equipment 
in anticipation of profitable rates in August or Sep- 
tember or next year, I will probably not save as much 
as what I would have received at the unprofitably low 
rates. A railroad is like an army, it costs whether it 
fights or rests, whether it advances or retreats. 

But in these cases of justifiable carrying at less than 
cost there must be something to look forward to. 
Unless the prospect is that the through or other busi- 
ness carried for the time at less than cost will in the 
future be, on the average, a profitable business, surely 
it is not worth while to spend money to preserve the 
machinery for doing it. And for some years past 
through traffic hasbeen on the whole so unprofitable, 
especially for the roads which belong to the longest 
routes, are for any reason more costly to work, or have 
to accept lower average rates than their rivals, that it 
is not strange that some should be seriously disposed 
to abandon it, not only as for the moment unprofitable, 
but hopeless. And it is not impossible that this will 
be the best policy for some companies, even if the rail- 
roads succeed in making a stable combination and in 
maintaining rates. For no possible combination will 
hereafter be able to maintain high through rates, es- 
pecially on east-bound freight. The competition of 
water routes effectually prevents this, and the water 
routes are becoming more and more effective. The im- 
provement of the mouth of the Mississippi may do 
something, but probably nothing like as much as has 
been effected by the introduction of larger vessels on 
the lakes, and a great deal more is at least possible 
from the enlarged Welland and St. Lawrence. canals. 
Pretty soon propellers of good size will be able to take 
their cargoes directly and in short time from Chicago 
to Montreal, and that will make it forever impossible 
to get high rates by rail on grain and provisions, un- 
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— 


Very likely the railroads may 


Its through traffic having been | get a good traffic, and those favorably situated make ‘a 
it is probable that the | profit on it; but the prospect is that the margin of 


profit on east-bound freight hereafter will be but nar- 
row under the most favorable circumstances, and the 
roads which carry it at a disadvantage may find it best 
to give it up, or at least decline making great sacrifices 
to preserve it. 


The Central Association of General Ticket and 


Passenger Agents. 





This new Association, which was organized in Chicago at a 
meeting on the 10th and 11th inst. is intended to do the 
work within its district which hitherto the General Ticket 
and Passenger Agents’ Association has done, though only a 
part of the members of the latter were interested in or took 
any part in the business. It is, in fact, an application of “‘ de- 
centralization” and ‘local self-government.” The railroad 
system has grown too big for one association to attend to 
properly without great waste of time. There is already a 
New England Association ; and most of the questions which 
arise among the officers of the passenger departments affect 
groups of roads only, and not the whole system. The organ- 
ization of local associations was recommended at the Sep- 
tember convention of the National Association, which cor- 
tinues to have its proper field of activity. The Central As- 
sociation, however, has an enormous field, including all 
vorth of the Ohio River, west of Pittsburgh, Salamanca, Buf- 
falo, Niagara Falls and Toronto (trunk line termini) and 
east of the Mississippi, together with Minnesota west of the 
Mississippi, in which there are more than 26,000 miles of 
railroad, or about one-third of the total in operation in the 
United States. 

The Association is intended to have exactly the same kind 
of authority as the National Association, that is, it is required 
that the members shall have credentials from their com} 
panies authorizing them to act for and bind their companies 
“in making rates and divisions for the transportation of 
passengers and baggage, and the adoption of rules and regu- 
lations for the execution of the foregoing powers.” The fol- 
lowing rules concerning making rates are prescribed by Sec- 
tion 7 of the by-laws: 

‘* First—Passenger rates shall be fixed in Open meeting. 

“Second—The right tomake through rates between common 
points shall be accorded to the company or companies having 
the shortest line between said points, > promiane hat the com- 
putation of distance shall be made by the usual route over 
which through tickets are regularly sold and trains run in 
connection; and provided further, that when a water route 
forms part of such line, and is in competition with a rail 
line, the rates of the rail line shall be adopted in making the 
through rate; provided that such throug h rate shall not ex- 


ceed the sum of the locals of any rail line between such 
points.” 


The chief object of this first meeting was the organization 
of the Association. It found time, however, to discuss the 
subject of free and excess baggage, and passed resolutions in 
favor of a universal rule on all railroads in the country 
granting free transportation of 150 lbs. of baggage for all 
full tickets and 75 lbs. for each half ticket, all excess to be 
charged for at regular agreed rates, applying to local and 
through traffic alike; and this policy it would have adopted 
on the first of January next. 

The Association also adopted the following résolution: 

“* Resolved, That it is the sense of this Association that all 
roads represented in it should agree to take off sale and 
out of the hands of any agents or other persons off of the 
line of their respective roads or outside of their regularly 
authorized and salaried local officers, any of their issues of 
tickets or ticket-orders of any kind or nature, except where 
roads may request their connections to furnish such tickets 
to take effect blank date, and that thereafter no such tickets 
or orders shall be placed on sale by any associate line, in 
competition directly or indirectly with any other associate 
line, without notice in meeting is first sent to the Secretary 
of this Association, for action at the next meeting, and alse 
to the competitive associate line interested.” 


The constitution of this Association does not prescribe any 
regular times for the holding of meetings. The time can be 
fixed at each meeting, or on application of any five mem 
bers, stating time, place and object, the Secretary must call 
a meeting at any time, giving five days’ notice. The next 
one will be at the Grand Pacific Hotel, Chicago, Nov. 13, 


The Late Benjamin H. Latrobe. 


The death of Mr. Benjamin H. Latrobe, full of years and 
honors as he was, is a national loss, and will be a cause of 
sincere mourning in the ranks of the engineering profession, 
of which he was one of the brightest ornaments. For Mr, 
Latrobe had not only that professional skill which made his 
services in demand and commanded the pr. fessional admira- 
tion of engineers andrailroad men, but he displayed a loftiness 
of character and a kindliness of heart which made him even 
more admirable as a man than as an engineer, and secured 
him reverence and affection as well as respect. Proud of 
his profession and ambitious of reputation in it, he was still 
most generous in awarding credit to others, and magnani- 
mous in his appreciation of the work of contemporaries en- 
gaged in the same field. His active life was contemporary 
with the rise and development of American railroads, in 
which, indeed, he was a leading actor, and for most of this 
time he has been looked up to as one of the ablest of railroad 
engineers. Thus, a very large proportion of the problems 
which arise in railroad construction came to him as diffi- 
culties without precedent, for which he had to provide orig- 
inal solutions. He was one of the pioneers who cleared the 
path for the present generation of railroad builders, and 
cleared it so well. that they can hardly appreciate how 
rough and hard the way was to him and his contemporaries 
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—that generation of railroad men who had no predecessors, 
and who yet did their work so well that most now think to 
deserve credit when they succeed in imitating it toler- 
ably. 

The readers of the Railroad Gazette have special cause 
for mourning the death of Mr. Latrobe. He was one of the 
earliest contributors to its columns, and he has given its 
readers some of the most valuable chapters in the history of 
railroads in his sketch of the history of the ‘ Grasshopper” 
locomotive, and especially in his account of the working of 
the 10 per cent. grade on the temporary track over the 
Kingwood tunnel during the construction of the Baltimore 
& Ohio Railroad—a performance without example in the his- 
tory of railroads, and now generally accepted the world 
over as the maximum grade worked, or workable, by adhe- 
sion, 

But they have other cause for regret. Mr. Latrobe was 
intending to prepare for these columns a more extended his- 
torical treatise, for which the experience of his life gave him 
peculiar qualifications, and which would, doubtless, if he had 
been spared to complete it as he desired, have been one of 
the most valuable contributions ever made to the history of 
railroads, nearly every step in the development of which had 
been made under his personal and careful observation, and 
many a one under his direction. This seemed a work pecu- 
liarly fitted for his declining years, when, resting from active 
labors, he found enjoyment in the contemplation of his long 
and rich experience, and the heartiest appreciation of his 
fellows for his narration of it. But as we were gathering 
around him to hear the tale which he could tell so well, he 
has passed from our sight, leaving us to regret what he has 
taken with him in his well-stored memory, as well as to 
mourn his noble, generous, kindly self. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Pittsburgh & Lake Erie.—Extended from Beaver Falls, 
Pa., southeast to Middletown, 28 miles. 

Kankakee . & Southwestern.—Extended southwestward 
13 miles to a point 30 miles south by west from the Illinois 
Central at Otto Junction. 

Chicago, Milwaukee & St. Paul.—The Hastings & Dakota 
Division has been extended westward 64 miles to Granite 
Falls, Minn. 

This is a total of 105 miles of new railroad, making 1,527 
miles completed in the United States in 1878, against 
1,629 miles reported for the corresponding period in 1877, 
1,770 in 1876, 920 in 1875, 1,242 in 1874, 2,955 in 1873, 
and 5,312 in 1872. 


Tue DENVER & Rio GRANDE RAILWAY, whose lease to 
the Atchison, Topeka & Santa Fe is just announced, has 
337 miles of road, and gives the Atchison road a connection, 
though an indirect one, with Denver. _ Its net earnings were 
45.6 per cent. of its gross earnings in 1874, 42.7 in 1875, 
41.6 in 1876, and 44.8 per cent. in 187'7—averaging very 
nearly what the lessor promises to pay as rental the first year. 
It has been able to obtain very high rates on the largest part 
of its traffic—8 or 10 cents a mile for passengers, we believe— 
but for which the proportion of net earnings would have been 
much smaller. Whether the lease will be profitable or not 
will depend largely on the possibility of maintaining these 
high rates until there has been a considerable growth in the 
traffic ; but there seems little reason to suppose that the rates 
cannot be maintained should no competitor appear, which is 
extremely improbable, as the traffic on the line is 
very light and not likely ever to be heavy, and the company 
has not earned the interest on its bonds for the past three 
years, though default was not made until 1877. The debt, 
however, is pretty large for so light and cheaply built a road 
about $20,000 per mile. Wedo not mean that it is a badly 
built road; on the contrary, it is said to be one of the best 
built narrow-gauge roads in the country. 

A large increase in gross earnings is shown this year so far 
(about 45 per cent.), following extensions of the road recently 
made and the development of new mining regions in Color- 
ado. These probably will make the net earnings sufficient 
to cover the interest on the bonds. Otherwise the road 
might fall into the possession of the bondholders, and the 
lease then would be of no avail. None of the road now com- 
pleted by the Denver & Rio Grande will serve the 
Atchison, Topeka & Santa Fe in its progress south- 
ward and southwestward. It was only the proposed 
extension of the Denver road which was in the 
path of the company which has leased it. The two com- 
panies, if hostile, could have injured each other considerably, 
however, as the Denver & Rio Grande could have made con- 
nections with the East at Denver and the two lines then could 
have competed for the wool and cattle traffic of an immense, 
though very thinly peopled, territory, as these products are 
easily moved a hundred miles or more to take advantage of 
rates. 








The traffic on these roads where they connect is now so 
very light and the distances over which it is carried are so | 
great that the difference in gauge and the transfers that thus 
become necessary will hardly be a very serious disadvantage, | 
at least not for any other than the Denver business, for which | 
there is competition. 
Tre Corn Crop, which is the most important single crop | 
grown in the United States, will be one of the largest and | 
best ever grown. Considerable districts where corn isa 
leading crop suffered from excessive rains in June, and at 
the end of that month it was reported to be extremely back- | 
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the fields planted latest—some in Illinois near the end of 
June—have matured perfectly, the latest being the best, and 
the crop was never in better conditicn to harvest so early in 
the season. And when corn has once become fully ripe and 
hard and dry, there is little or no anxiety about the gather- 
ing of it. The work may be more or less disagreeable or 
costly, but with almost any imaginable weather, the whole 
crop can be gathered, with comparatively little damage—in 
that respect being very different from the smalP grains, 
which must be gathered within a few days, and suffer very 
greatly if the weather is wet in harvest time. The abundant 
corn crop, however, is not marketed to any extent for some 
months after the gathering of it is begun; but it has an im- 
mediate effect upon shipments, because in any event most of 
this grain is consumed on the farms, and the producer is able 
to market his old corn as soon as he is sure of a surplus from 
the new crop. And this assurance has been having an 
effect since the middle of last July, which 
is stimulated by the favorable maturing of the crop. The 
largest crops of the country have been about 1,300,000,000 
bushels, which is four times as much as the largest crop of 
wheat previous to 1878; and this year’s corn crop is prob- 
ably equal to the largest. In value, this is equal to twice 
that of the cotton crop, and to about one-fourth more than 
that of the wheat crop. In weight it is equivalent to about 
36,000,000 tons, against 1,125,000 tons of the cotton crop, 
and 10,500,000 of the wheat. For transportation, however, 
corn is not nearly so important as these figures would make 
it appear, but a small portion of the crop being marketed. 
But a good crop has a great effect on transportation, as a 
comparatively small percentage of surplus gives a very large 
bulk to be carried. The effect of an abundant crop at a 
time when wheat is abundant and cheapis reflected in the very 
low price of corn, and will be seen later in great supplies of 
well-fatted hogs and corn-fed cattle. When corn is so cheap, 
however, only very low rates can be had for carrying it, 
and it not likely to come forward very freely in winter, at 
least not for export, at rates which will much more than 
pay the cost of hauling by rail. 


ever 


THE LAKE MARINE, as we have intimated heretofore, and 
as formally stated in a selection from the Detroit Dry Dock 
Company’s report which we publish elsewhere, has not de- 
creased but has actually increased in capacity of late years, 
in spite of the very low rates, which toa very large part of the 
old vessels were doubtless entirely unprofitable. It seemed 


certain that when these low rates had prevailed a few years | 


the lake fleet would greatly diminish, as there are consider- 


able losses yearly, and it was hardly conceivable that invest- | 


ments would be made in new vessels for a business proved to 
be unprofitable. But it seems that there are vessels and 
vessels. While the small sailing vessels which prevailed a 


few years ago, carrying a few hundred tons and making six | 
or seven trips in aseason, were not making expenses, it | 
seems that steamers towing large consorts, taking together | 
80,000 or 100,000 bushels, and making thirteen trips a sea- | 


son, were doing so well at the low rates that not only was 


their number kept up but considerably increased. This is a | 
It | 


matter of deep significance to the railroad companies. 
means that a restoration of prosperity will not bring a res- 


toration of the old lake rates—that the latter, indeed, have 


been affected as rail rates have been affected—that is, by 
improvements which have caused economies in the actual 
cost of transportation. This is more surprising in the ves- 
sels than in the railroads, for navigation is an art older 
than civilization, on which the ingenuity of generations of 
men has done its utmost, while railroading is a thing of yes- 
terday, which has hardly had time to emerge from the 
experimental stage. But the new step in lake navigation 
makes the difference in cost between lake and rail almost as 
great as ever it was, while at the same time materially de- 
creasing the old difference in time of transportation. 
peting with the lakes is now a much more serious thing than 
it used to be. 


Water Rates have again taken a downward turn be | 


tween the West and the seaboard, both lake and canal rates 
having declined. During the week ending Oct. 15, it should 
be remembered, there was a serious decline in lake rates, 


from 4 to 3 cents per bushel on corn from Chicago to Buffalo. | 


Thursday this rate fell further to 2%; cents, and has so con- 


tinued since, the rate on wheat being a quarter to a half a/| 
Canal rates had been quite firm for some time at | 


cent higher. 
last week’s rates of 814, 714 and 5 cents per bushel for wheat, 
corn and oats, respectively, from Buffalo to New York, or 
not lower than those figures; but by Monday of this week 
they declined to 8, 7 and 4% cents. Rail rates from Buffalo 
to New York remain unchanged. Western roads, especially 
those through the winter wheat districts, as far south as the 
latitude of Peoria, are said to have a good many cars for 
which they find it difficult to get freights, and it is not easy 
to maintain rates. It is not often that the railroads have to 
meet declining water rates so few weeks before navigation 
closes. 

Through rates from Chicago to New York are now quoted 


as follows: Lake and canal, 12%¢ cents per bushel for wheat, | 


10%¢ to 1114 fer corn, 8 for oats; lake and rail, 144¢ for 


wheat, 13's for corn, and 9 cents for oats; all-rail rates, | 


meanwhile, are 30 cents per 100 Ibs., that is, 18 for wheat, 
16.8 for corn, and 9.6 for oats. 

Ocean rates have fluctuated a little on grain, going as high 
as 75(d. per bushel for grain, and quoted Tuesday at 7d. by 
steam to Liverpool, but most freights are substantially un- 
changed. 


THE CotTron CROP now seems sure to be much the largest 


ward, and there were dismal prognostications of the result. ever known. In addition to its good condition at the close 


But the fall has‘been dry and frosts have been late, so that | of the growing season, we have had almost perfect weather | 


Com- | 


on 
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for gathering, which for cotton is very important. The 
season for gathering that crop is as long as that for corn, 
lasting from August to January (sometimes later), but, un- 
like corn, it does not all become fit to gather at once, and 
bad weather both before and after it is open injures it. The 
Agricultural Bureau has published detailed estimates of area 
and condition for the whole cotton-growing country, from 
which the Commercial and Financial Chronicle estimates 
the crop to be 5,245,250 bales, and, what will probably carry 
much weight with those engaged in the cotton trade, the 
Chronicle sees no reason for questioning it, or for believing 
that the crop will in any event fall below that total. The 
crop of last year was 4,811,000 bales, and the largest on re- 
cord, that of 1859, was 4,824,900 bales, so that this estimate 
would make this year’s crop nearly 9 per cent. greater than 
any before it. Ithas been coming forward very rapidly and 
promising to cause a comparatively active season of trade 
and transportation in the South ; but a recent considerable 
decline in the price may have considerable effect on the back 
traffic. 


THE APPROPRIATION FOR RAILROAD MAIL SERVICE is so 
small that Mr. Vail, the General Superintendent of this ser- 
vice, gives notice that unless further provision is made by 
Congress it will probably be necessary to discontinue some 
of the service or reduce the rate of compensation below even 
that authorized by law. Notice is given to the roads which 
have been receiving from a specific appropriation payment 
for additional services that this allowance cannot be made 
after December, because of the inadequacy of the appropri- 
ation. The Post-Office Department has been year after year 
making improvements in the service which required more 
and more work from the railroad companies, for which Con- 
gress has persistently neglected to provide payntent. As 

| the branch of the government which holds the purse-strings 
|} seems determined not to spend any more money, it would 
seem desirable that the coat be cut according to the cloth, 
and the service adjusted to the means at its command, even 
if it has to be made worse instead of better. The tendency 
| has been all the time to improve the service at the expense 
lof the railroads, and we may be sure that Congress and the 
country will stand this as long as the railroads will. 


ERIE SHAREHOLDERS have their last day of grace on 
Thursday of next week (Oct. 31), when the time will expire 
during which they can get the benefit of the reconstruction 

|scheme and become shareholders in the New York, Lake 
Erie & Western Company by paying their assessments— 
| two dollars per share on the preferred and four dollars on 
| the common stock. As the shares with the assessments paid 
now bring on the Stock Exchange about $15 for common 
and $30 for preferred, there will doubtless be no failures to 
pay. The assessments on the common stock will yield 
$3,120,000, those on the preferred stock $170,738. It was 
| originally proposed to make the assessments one-half greater, 
and then give income bonds for the whole amount of assess- 
ments, or at least give the shareholders their option of 
paying four and two dollars per share with nothing in re- 
turn, or of six and three dollars with income bonds. This 
| would be equivalent to selling income bonds for cash at 
| 3334 per cent. of their face. 

The Farmers’ Loan and Trust Company receives the as- 
| sessments for American stockholders. 


THE BritisH “‘ AMALGAMATED SOCIETY OF RAILWAY SER- 
| VANTS,” to which railroad employés of all classes belong, re- 
cently held a convention at Liverpool, at which the number 
of members was reported to be nearly 13,000, and the in- 
come above expenses of management nearly $40,000. The 
energies of the society are now chiefly devoted to opposition 
to the trip system, which even for enginemen has been but 
|recently introduced into England, and to urging such a 
modification of the law concerning compensation for in- 
juries to employés as will make the companies responsible 
| for the results of accidents caused by the negligence of the 
superior officers of the injured employés, who now, by the 
rule of *‘common employment,” are unable to recover. This 
Society does not like to contemplate the possibility of a 
strike, and this disposition is given as the reason why a pro- 
posal at the Liverpool meeting that no strike should be sup- 
ported from the Society’s funds unless approved by two- 
thirds of all the members did not even find a seconder. 


WESTERN UNION RAILROAD SECURITIES, it appears, form 
a large part of the assets of the Glasgow Bank, whose fail- 
ure for millions has been the financial event of the season. 
How much is in bonds and how much in shares is not stated: 
the bonds are perfectly good. The ‘estimated value” tele- 
egraphed is $1,792,250. The total bonds outstanding is $3,- 
500,000; of stock, $4,000,000, a trifle more than half of 
which latter is owned by the Chicago, Milwaukee & St. Paul 
|company. There has never been a dividend, but there is a 
| little margin over interest charges. 


THE East-BounD Poot, which to be perfected requires 
agreements for the division of the traffic of Chicago and Cin- 
cinnati, is to be discussed and finally settled if possible at a 
meeting of managers to be held in Cleveland ata day not 
now fixed, except that itis to be after the 2v¥th. The re- 
sult will be likely to determine whether the winter’s busi- 
ness will be valuable, or the reverse. 


Contributions. 
How to Preserve an Unused Locomotive. 
LIGONIER, Pa., Oct. 9, 1878. 

To THE EDITOR OF THE RAILROAD GAZETTE: 


It would be very interesting to many of your readers to 
have the views of som: experienced engingers or machinists 








™m 
il- 
m. 


le- 
3,- 


10t 


1si- 


sts 


























were 











“mryTjoponyd ‘84404 eayjowoooy wmpmg oy) fig 


“GVOUTIVY GILVAIIZ YYOA M3N 3HL YOS JAILOWOD0T «AINUYOS,, 





| WM GaLVATTY 


| Muoq MAN aHy 























saoyes 


OcTOBER 25, 1878] 


on the subject of the best method of preserving an unused 


locomotive. If, for instance, a road has two locomotives 


and but one in service, will it preserve both better to run 


them week about, or had one better be laid up in tallow or 


paint permanently till some emergency arises requiring its | 


use? And if it is to be laid up, what is the best material 
and how used to prevent rust in the cylinders and valves, 
etc. ? 

If you can induce some of your correspondents to give 
their experience on these questions, it will much oblige 

A. FRANK, 
Engineer Ligonier Valley Railroad. 

| We hope some of our readers who have experience 
in taking care of engines will give their experience in 
reply to the above.—EDITOR RAILROAD GAZETTE. ] 


The Proposed Uniform Freight Car. 





Missouri, Kansas & Texas Railway, } 
Office Superintendent of Machinery. \ 
SEDALIA, Mo., Oct. 12, 1878. 
To THE EpITOR OF THE RAILROAD GAZETTE: 

The proposition made by Mr. John Kirby in the Gazette 
of the 4th inst., in favor of a “ uniform freight car,” and in- 
dicating a way out of the present diversified system, or 
want of system, may need no endorsement to insure it de- 
served attention. The subject, however, is one of such 
great and growing interest, it seems to call for an expres- 
sion of views on the part of those interested. There can be 
no real objection to the adoption of standard irons, but 
every possible advantage in its favor; and as one whose 
daily duty makes the matter an ever-present concern, I can, 
and do, most heartily endorse the proposition. 

It would seem to be the duty of managers of railways to 
to take action, if any is taken. Associations have heretofore 
failed to harmonize, and will probably always fail to agree 
upon a standard car. It matters little who compose the 
committee to decide upon the standard; if by reason of long 
exp-rience and practical knowledge they are fitted for the 
work, Railway managers are seeking to reduce expenses, 
and in this direction they may effect an important item of 
expense, especially in the interchange of cars. 

G. W. CusHINe. 





“Forney”? Locomotive for the New York Elevated 
Railroad. 





When the construction of the elevated railroads in New 


York became an established fact, the question of the proper 
locomotive to be used for that purpose became an important 
one. Ina late number of the Railroad Gazette an engrav- 
ing of the engines employed on the Metropolitan Elevated 
road was published. They, as our readers will remember, 
have a pair of leading or ‘‘ pony” wheels which have a 
radial lateral motion, ateach end. The engines, it was found, 
however, had insufficient boiler capacity, and the last ones 
ordered, of which several are now running, have larger hoil- 
ers than those first built. 

On the old portion of the New York Elevated Railroad, 
four-wheeled engines, of which an engraving was published 
in the Railroad Gazette of May 9, 1874, had been used very 
successfully for a number of years. This naturally inclined 
those who had been first identified with its operation to 
adopt that plan of engine. As the requirements of the old 
line when extended, but more especially of the new East 
Side line, would probably demand heavier trains and higher 
rates of speed, the whole subject came up for full discussion 
before the order for the engines for the new East Side line was 
given out. Unfortunately the authorities differed in opinion. 
Some of them were in favor of heavier four-wheeled engines, 
while others recommended an eight-wheeled tank engine of 
the “‘ Forney” plan. The advice of experts was sought, but 
those called in were about equally divided in opinion. Fi- 
nally the board of directors decided the matter by giving 
an order for twenty engines, one-half of them to have four 
wheels and the other half eight wheels. A subsequent order 
was given and divided in the same way, but a more recent 
order has been given for twenty-five engines, all to have 
eight wheels, which may be interpreted as a decision of the 
question which was theretofore in doubt. 

We give with this number of the Railroad Gazette a full~ 
page engraving of the eight-wheeled engines which are now 
at work on the East Side or Third avenue line. The readers 
of the Railroad Gazette know, doubtless, that this is the 
plan of engine which has so long been advocated by Mr. M. 
N. Forney. While a number of such machines have been 
built and wherever used have worked satisfactorily, this is 
the first occasion where they have come into extensive use. 
Thus far they have worked very successfully, as any one 
may see for himself. The engines are run both ways, with- 
out turning around, and run over curves of 100 ft. radius. 
The service is very severe, as the stations are only about a 
quarter of a mile apart, and, therefore, to put the case in a 
Hibernian way, the running consists chiefly of stopping and 
starting. 

The principal dimensions of the engines are as follows: 

Cylinders, 10 x 14 in. 

Driving-wheels, 38 in. diameter. 

Distance between centres of driving-wheels, 5 ft. 6 in. 

Total wheel-base, 15 ft. 

Length of fire-box, 42 in. 

Width of fire-box, 34 in. 

Inside diameter of boiler at smoke-box, 34 in.; 105 tubes, 
114 in. diameter, 5 ft. 10 in. long. 

Height of chimmey above rail, 10 ft. 10%¢ in. 

Capacity of tank, 475 gallons. 

Size of '‘steam-ports, % x 9 in. 

Size of exhaust-ports, 1 x 9 in 
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Lap of valve-ports, 5¢ in. 

Maximum travel of valve, 35; in. 

Total weight of engine, with full supply of water and fuel, 
29,890 Ibs. 

Weight on driving-wheels, 19,170 Ibs. 

Weight of engine without water or fuel, 23,380 Ibs. 

The engraving is made from a photograph of one of the 
| engines built by the Baldwin Locomotive Works, of Phila- 
| delphia, but a portion of those now in use on the New York 
Elevated road were built by the Rbode Island Locomotive 
Works, of Providence, from the same drawings and _ specifi- 
cations. 





Through Traffic on the Grand Trunk. 


In reply toa circular by Mr. Alexander McEwen, who 


profitable, and rent out the superfluous rolling stock, the 
President, Sir Heury W. Tyler, has issued a statement from 
| which we take the following, premising that the portion 
quoted from his speech of April 29 last has alrexdy been 
published in these columns. (May 17, 1878, page 246): 

The question thus raised is an exceedingly important one, 
and it has long received thé continuous and anxious atten- 
tion of the board. It formed aiso the subject of a special 
and lengthened investigation by the board in the early part 
of the present year, with the assistance of Mr. Hickson, who 
was, after full conference with the other officers of the com- 

any, brought over from Canada, for the very purpose, to a 
arge extent, of exhaustively discussing the company’s pos- 
ition in regard to the through traffic. The rates obtained, 
and the relative value of them to the company, may be well 
appreciated by a perusal of the following extract from my 
speech from the chair at the half-yearly meeting of share- 
holders on the 29th of April last: 

‘** Looking back to the experience of the last six years, we 
find that the average earnings per ton per miie in the De- 
cember half-years from 1872 were as follows: 


1872.... ...1.38 cents, or say 0.70 penny. 
Sars Ame" - 0.72 th 
SE ESE eo: Dee oe, Ome 1.10 0.55 

a Mae eee 1.00 0.50 
OO ere eens 0.38 
RRR He re or .80 0.40 





“ 


So that we have, you see been in the disagrecable position 
of continually and largely increasing the volume of our 
business at the same time that the rate of remuneration for 
its pre pe has proportionately decreased. I trouble you 
with, and ask your special attention to these figures, because it 
is desirable that we should all clearly understand our precise 
position, the difficulties that we have to encounter, the ob- 
structions that lie in the way of our prosperity, and the rem 
edies required to overcome them. 
'reight traffic that is wanted; we have as much as we could 
and sometimes more than we can carry. “Ttis not the 
of conveyance t are wanting; we are , as you 
serve, to carry enormous and continually increasing quan- 
tities. It is the one element of ‘rates’ that weighs us down, 
and prevents us frcom paying dividends, as we ought to do if 
those rates were reasonable, upon all our stocks. It is the 
want of reasonable rates, also, which affects the question of 
our working expenses. These expenses have been reduced, it 
is true to 75 per cent., as compared with 80 per cent. for the 
corresponding half-year; and they had been kept at the low- 
est point consistent with efficiency. 






miles of traffie below a fixed cost; and the relation of work- 
ing expenses to gross receipts must, even with the cost of 
maintenance and working reduced to the lowest point, de- 
pend solely upon this element of rates. We received asan av- 
erage, in 1873, nearly a cent.and a half—say three-fourths of 
a penny per ton per mile, and the lowest average rate which 
we received for working our traffic prior to 1876 was a cent, 
or say one-half penny per ton per mile. That rate wouid, on 
the traffic of the December, 1877, half-year, have given us 
\¢ more on our freight receipts, or no less a sum than £179,- 
000 of additional net profit, in addition to the £256,100 


out of a total receipt of £1,204,260, If, therefore, we had 
only received an average rate of one half-penny per ton per 
mile, which was the average rate of 1875—and a low rate— 
for working our freight traffic, our proportion of working 
expenses would have been only 64 per cent. of the gross re- 
ceipts. In like manner, if we had received the rate of 1873, 
which was 1.44 per cent., or nearly * of a penny per ton 
r mile, then our net protit for the half-vear would have 

n about £900,000, and our proportion of working expen- 
ses would have been about 47 per cent. But even the ad- 
‘| ditional £179,000 of net profit, which the very moderate 
Vaverage rate of ‘¢d. per ton per mile would have given 
us, would have sufficed to provide £30,000 for the balance 
of dividend on the first preference stock ; £58,000, or 2's per 
cent. for the half-year on the second preference stock; and 
£89,000 or 134 per cent. for the half year on the third pref- 
erence stock, This, gentlemen, isthe possibility before us, 
without any further increase to our traffic, or to our means 


unreasonable competition, obtain the very moderate rate of 
1¢d. per ton per mile for our freight traffic, the lowest rate, 
which as I have said, we experienced before the year 1876.” 

The determination of the precise figure at which profit 
ceases, and different descriptions of tratlic are carried at the 


generally imagined; but it has been practically arrived at 


which, having been, as a rule, enforced, the gross receipts, 
especially for the past year, during. which very low rates 
have ruled, have suffered accordingly. All possible meas- 
ures have been adopted for improving and developing the 
local traffic, but they have lately been attended with little 
success, in consequence af the extreme depression of trade 


passenger traffic has been constantly declining, and imports 
have been at a low ebb, while the lumber trade has collapsed, 
and if the through traffic had been neglected it would 
not have been possible to maintain the credit of the company. 
It is, of course, unwise to carry traffic at aloss, and the di- 


It would be no less unwise to refuse traffic yielding a profit. 
Any improvement in rates, on the cessation or lessening of 
competition, wil practically be an increase of net profit. 

* ae 


The course which the directors and their officers have pur- 
sued during these trying times bas been simple and consistent. 
They have used every exertion to derive from local and 
through traffic all the net profit that each, at the best rates 





proposed to abandon the through traffic on this road, as wn- | 


It. is not an iicrease of | 


t But we cannot prop- | 
erly maintain our undertaking and conduct 435 million ton- | 


which we received, making a total net profit of £435,100 , 


of accommodating it, if we can only, by the avoidance of | 


bare cost of conveyance, involves more difficulty than is | 


and commerce in the Dominion. For that reason the local | 


rectors have long since instructed their officers not to do so. 
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that could be obtained, was capable of yielding. If they had 
given up the through traffic, they could not have derived from 
local traffic as much total net profit as they have received, 
and the property would have been in a condition of serious 
embarrassment, They have succeeded, contrary to the expec- 
tations and loud predictions of many, and the strong asser- 
tions of some who professed to be well acquainted with the 
concerns of the company. in guiding it safely through almost 
overwhelming difficulties and accumulated misfortunes. 
They have entirely cleared it of a heavy burden of debt, 
they have placed it in a better condition, as regards its per- 
manent way and rolling stock, than at any period of its his- 
tory, and they paid a dividend last year (1877) on the first 
preference aac. When Mr. Vanderbilt recently acquired 
additional systems of railways in Michigan, it became neces- 
sary to provide for any contingency which might arise. And 
the directors prepared accordingly to establish alternate 
connections with the sources of traffic in the West; or to ne- 
gotiate for improved rates; and to act in other respects as 
might be necessary. The most advantageous course for the 
Grand Trunk Railway, as well as for the other great sys- 
tems of the American Continent, was obviously a division of 
traffic, to be carried by each at the best rates which within 
reasonable limits could be obtained. Agreements of this na- 
ture hare now been effected in some instances and are be- 
ing negotiated in others; and if only they are adhered to, more 
profitable rates may again be obtained by all parties; and 
| it will then, at all events, be impossible to raise the question 
as to whether the through traftic is remunerative. But no 
}more inopportune time could be chosen for raising such a 
question as is discussed in Mr. McEwen’s printed and widely 
diffused cireular, thon this moment, when, after years of 
| struggle and negotiation, such agreements are being finally 
negotiated; and when, in the true interests of the share- 
holders, it is desirable to encourage allies and to take firm 
ground with opponents. If Mr. Vanderbilt employs wisely 
the increased power, to acquire which he has spent enor- 
mous sums of money, he may work vast benefit to his own 
property, and earn the gratitude of all the owners of rail- 
way property in America, If he attempts by means of it 
to coerce rival systems, he willnecessarily be himself among 
the greatest sufferers. Giving him credit for adopting the 
wiser course, the prospect for American railroads is now 
better than it has been for several years past, and there is 
no company in a better position to take advantage of any 
improvement that may happily result than the Grand Trunk 
Company. 





Increase in Capacity of Lake Tonnage. 


Ina recent report of the Secretary of the Detroit Dry-Dock 
Company appears the following, concerning the traftic and 
| carrying trade of the lakes: 
|. The increased capacity this year in grain tonnage, 98 coin- 
| pared with 1873, will doubtless surprise many ship-owners 
—especially those who have lately, or are now, having new 
vessels built. The prevailing opinion held by vessel men has 
been that the grain tonnage lost by shipwreck or classed 
down by the underwriters for the past five years, has been 
largely in excess of the new tonnage added during the same 

veriod, and, therefore, that the grain tonnage is now largely 
vlow what it was five yearsago. The contrary is the fact, 
as the underwriters’ classification fully proves. 

Vessel men generally have lost sight of the fact that a 
large percentage cf the new tonnage added during the past 
seven years has been steam vessels, and steam vessels and 
their consorts, with large carrying capacity, and making, on 
|an average, more than double the number of trips per sea- 

son that sail vessels make. The increase in grain tonnage 
| this year over 1873 is about 17 per cent. The increase in 
lumber tonnage is nearly 100 per cent. The season’s capaci- 
ty of 1878 foots up, in round numbers, 162,000,000 bushels 
of wheat, as compared with 130,000,000 bushels of 1873; 
;and in lumber tonnage the season’s capacity for 1878 is 
1,800,000,000 feet as compared with 780,000,000 feet for 
1873. With these facts before us, it does not require a great 
amount of knowledge to solve the cause of the depression in 
| the vessel interest. The law of supply and demand was dis- 
regarded, and over-] roduction, especially in the years 1873 
and 1874, was the straw that broke the camel's back. 

It is noteworthy that the increased capacity in grain ton- 
nage this year over 1873 is found to be in steam vessels and 
their consorts, while in lumber tonnage the increased ca- 
pacity is about evenly divided between steam and sail. In 
grain-carriers this season the average tonnage of each, as 
compared with 1873, is noticeable. This year steam and 
sail vessels average 830 and 394 tons respectively ; in 1873 the 
average for the same was 680 and 339 tons each. The large 
increase in steam and barge tonnage, and their thirteen trips 
per season, as compared with six or seven trips for sail ves- 
sels, ee conclusively to what is fast becoming an ac- 
knowledged fact—that steamers and their consorts (or, as 
many believe, large steam vessels alone), with the railroads, 
will ultimately do the carrying trade of the lakes, a result 
that will compel the conversion of a portion of our large 
fleet of tugs to other uses than towing vessels through the 
Detroit and St. Clair rivers. 

The enlargement of the Welland and St. Lawrence canals 
will, when completed, doubtless encourage the direct ship- 
ment of grain from our lake ports to foreign countries, and 
our sail vessels, being better adapted for occan voyages than 
our present style of steam vessels, will largely control that 
trade, or, at least, until suitable steam vessels are built for it. 

Thinking that a comparative statement of the lake and 
rail shipments for 1872 and 1877 might be interesting to 
vessel men, the attempt was made to obtain complete statis- 
| tics for all the lake ports, but only the following were se- 
cured, Shipments of grain (including flour reduced to grain) 
| by lake and rail from the ports of Chicago, Toledo, Milwau- 
kee, Detroit and Duluth were, in years named, as follows: 





1872. 1877. 
SRM on} sixonsp oni’ -aabwletes 90,565,230 87,477,073 
Rail 46.792.227 —-73.492,116 
Total.... ......ceccee seeeseseess 187,857,457 160,960,789 


with sufficient accuracy to admit of definite instructions, | = 


 @®eneral Railroad (Bews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
The Central Association of General Ticket and Passenger 
| Agents will hold its second meeting at the Grand Pacific 
Hotel, Chicago, beginning at 10 a. m., Wednesday, Nov. 13. 
| The Narrow-Gauge Convention will meet, pursuant to 
adjournment, in Cincinnati, Oct. 23. 
The annual convention of the Railroad Claim Agents’ As- 
| sociation will be held at the Planters’ Hotel, St. Louis, Dec. 
| 4, having been postponed to that date from Oct. 15. 


} Dividends. 

| Dividends have been declared as follows: 

| Boston & Maine, 8 per cent., semi-annual, payable Nov. 
15, in Boston. 

Railway Equipment Trust, of Pennsylvania, 2 per cent., 
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quarterly, payable Nov. 1, at the office of the Pennsylvania 
Company for Insurance on Lives, Philadelphia. 

Car Trust of Pennsylvania, 1!¢ per cent., quarterly, pay- 
able at same time and place 

Evansville & Terre Haute, 2! per cent., semi-annual. 


Southern Time Convention. 

The Southern Time Convention met at the Windsor Hotel, 
New York, Oct. 17. Nothing was done beyond the usual 
routine work, a committee being appointed to prepare the 
winter time schedules, and its report being accepted with no 
important amendments. The new schedule will take effect 
Nov. 10; it provides for a change in the night-train between 


New York and Washington, which is made to leave later | 


than at present. It also provides for a fast Southwestern 
mail train, and for a fast through train from New York to 
Jacksonville, Fla., to be put on later in the season. It was 
resolved to hold the spring meeting at the Continental Hotel, 
Philadelphia, April 16, 1879. 


Passenger Agents’ Meeting to Revise Colony Rates. 

On Wednesday of this week, Oct. 23, a convention of lines 
in Ohio and Indiana interested in the ‘‘ colony rates” made 
on bodies of emigrants to Kansas, Nebraska, etc., was heid 
at the Kennard House, Cleveland, at which representatives 
were present from the Baltimore & Ohio, the Pittsburgh, 
Cincinnati & St. Louis, the Atlantic & Great Western, the 
Lake Shore & Michigan Southern, the Cleveland, Columbus, 
Cincinnati & Indianapolis, the Chicago, Saginaw & Canada, 
the Wabash, the Lafayette, Muncie & Bloomington, the In- 
dianapolis, Bloomington & Western, the Columbus & Toledo, 
the Marietta, Pittsburgh & Cleveland, the Ohio & Mississippi 
and the Vandalia Line. 

The session opened at 11 o'clock, with L. M. Cole, of the 
Baltimore & Ohio, in the chair, and J. M. Hall, of the 
Wabash, as Secretary. The Chairman said that the conven- 
tion had been especiatly called forthe purpose of regulating 
the existing passenger colony rates, and called for an expres- 
sion of opinion from those present. Remarks were made by the 
different representatives, from which it was learned that tbis 
business was at present being done at rates that were not remu- 
nerative to the companies, and inorder to obviate this it was 
proposed to revise the rates from all common points to the 


Missouri River, for the purpose of forming a basis upon | 


which to make colony rates into the states of Kansas and 
Nebraska. After a general discussion of the question, the 
rates were revised so that they were placed at an advance 
varying from 15 to 20 per cent. above the existing rates. 
The Narrow-Gauge Convention. 

The adjourned session of this convention met, as appointed, 
in Cincinnati Wednesday, Oct. 23, Col. E. Hurlburt, of 
sedford, Ind., presiding, and delivering an opening ad- 
dress, At rh ere, session, the report of the Commit- 
tee on Machinery and Rolling Stock was presented by Col. 
Hurlburt. The President of the Convention stated that on 
the Ist of last January there were nearly 3,100 miles of 


narrow-gauge railways in operation in the United States, | 


the greater portion of which had been built within the last 
five years, and as many more were now projected. The 
committee's report claimed that a narrow-gauge engine, of 
the same capacity as a standard engine, could take up the 
same grade more tons of paying freight, because it had less 


dead weight of cars, and that in transportation of passen- | 


gers the same rule would prevail. The following questions 
were submitted for discussion by the Executive Committee: 
How tar narrow gauge savings in first cost, interest account, 
dead weight, wear and tear, repairs, etc., atfect freight rates; 
comparison between standard and narrow gauges as means 
of development; the general availability of narrow-gauge 
lines to localities now deprived of any line of raul- 
way; to demonstrate to capital that narrow-gauge railways, 
economically constructed and operated, are safe investments. 
The National Central Executive Committee were constituted 
a Board of Statistics, to collect all information relative to 
narrow-gauge construction and operation. 


Baggagemen’'s Mutual Benefit Association. 


The third annual convention of the Railway Train and 
Station Baggagemen’s Mutual Benefit Association of the 
United States and Canada, assembled at Columbus, O., 
Wednesday, Oct, 23. 
senting 150 members. 


Brotherhood of Locomotive Engineers. 


The fourteenth annual meeting of the Grand Division be- 
gan in Masonic Hall, Indianapolis, Oct. 16. The officers, 
Grand Chief Engineer P. M. Arthur, Cleveland, O.; First 
Grand Engineer T. 8S, Ingraham, Cleveland; First Grand As- 
sistant Engineer L, B. Greene, Cleveland; Second Grand En- 
gineer Wm. Robinson, Toronto, Ont.; Third Grand Assis- 
tant Engineer Daniel Bennett, Chillicothe, O.; Grand Guide 
Phillip Potter, Peoria, IIL; 
Tyer, Indianapolis, were all present, with the single excep- 
tion of L. B. Greene, First Grand Assistant Engineer, who 
was confined to his room by sickness although present in the 
city. About 100 delegates were present, with a number of 
spectators. The exercises were opened with a prayer by 
Rev. Dr. Henry Day. Mayor John Cavan was next’ intro- 
duced to the audience by Chaplain Tyer as the staunch 
friend of the workingman. In an _ elaborately prepared 
speech of some length, the mayor bade the visiting engineers 
welcome to the city of railroads. He paida glowing tribute 


to the vast work that has been and is daily being accom- | 


plished by the iron belts, and the brave men who drive the 
iron horses. 

The task of responding to the address of welcome was 
assigned to l’irstGrand Engineer Ingram, of Cleveland. He 
brietly py aye the thanks of the brotherhood for the kind 
welcome the members had received at the hands of the city 
officials and their brethren. Mr. Tyer read a dispatch from 
Lieutenant Governor Gray, expressing his regrets at his un- 
avoidable absence from the city and wishing the members a 
pleasant time and a fruitful session. 

Grand Chief Engineer Arthur then proceeded to deliver 
his annual address, for the following report of which we are 
indebted to the Indianapolis News : 

Mr. Arthur said, in substance, as follows : We have reason 
for thankfulness to God for his kindness toward our asso- 
ciation during the past year, which has been a most remark- 
able one in our history, in many respects the most remark- 
able of any since our organization. When we look over the 
past year and realize what has taken place, we cannot but 
express our gratitude to God, that in the midst of all the 
storms and trials, we have suffered so little. In looking 
over the list of delegates, who composed the convention o 
1864, I find that there are very few that are in active ser- 
vice as engineers to-day. Some are superintendents, some 
master mechanics, some road-masters and some have taken 
service in a higher employ than any on earth. I be- 
lieve two, Chaplain Tyer and William Allen, are the only 
ones present to-day who were there on that occasion. We 
have equal reason to be thankful to God for the past year 
for other reasons. The year just passed has been fraught 
with occurrences of the most remarkable character. Men of 
seeming honor and integrity have sought to destroy this or- 
——_- that they had sworn_ to uphold and defend. 

ngineers on the Delaware, Lackawanna & West- 


About 20 delegates attended, repre- | 
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ern, the New Jersey Central and the Lehigh Valley railroads 
—members of this brotherhood—have forged papers purport- 
ing to have come from the officials of the roads, threatening 
the brothers with instant dismissal unless they abandoned 
the order. These papers they were told tosign. Some of 
these men were the most zealous strikers in 1876. This con- 
spiracy to ruin the order only proves that the sub-divisions 
are not careful enough in their selections of their candidates. 
They have not examined carefully enough into the character 
of the men who are presented to them by admission. We 
must be more vigilant in the future. Had we been more 
rigid in enforcing the by-laws we would not have been so 
disgraced by the conduct of these unworthy members. The 
prejudices against the order in various parts of the country 
have been caused by the ill-advised conduct of some of the 
members. It is mortifying to think that we had such char- 
acters in our midst. While we admit that great errors have 
been committed by members of the order, we still claim that 
some railroad officers are in the wrong. There are some 
railroads that have refused to employ brotherhood engineers. 
This I claim is wrong and tyrannical. What has the 
Brotherhood of Locomotive Engineers ever done that they 
should try to destroy it? Nothing. If it has, then let it be 
dissolved at once. If on the other hand it is a benefit, then 
I claim that it is the duty of every engineer to uphold and 
sustain it at all hazards. Go back afew years, the locomo- 
tive engineers had done nothing to commend them to the 
public. Some were dissipated and reckless, and sadly inca- 
pable. Our —_ for twenty-five years with them 
makes us speak with certainty of them. The brotherhood 
has turned many from paths of ruin to paths of rectitude 
and right. We have paid out to the widows and fatherless 
children $1,010,144, and over $150,000 has been expended 
on the poor and needy. This couldn’t have been done with- 
out an organized effort. It is a blessing to the members, the 
public and the railroads. 


We have no striking policy, only such as the emergencies | 


of the cases may demand. We always insist that strikes 
could have been avoided, had the railroad officials treated us 
fairly. We assert that in no case have we asan organization, 
dictated to a company who and how many engineers it 
should employ or what wages it should pay. We claim the 
right to approach our employers in a respectful manner and 
present our grievances by a committee of our own selection. 


rhis right has been denied us, and our committeemen have, | 


in some instances, been discharged. We disclaim all respon- 
sibility in strikes; they were all forced upon us. We believe 
in arbitation, and recommend it as the future rule of action. 

To the placing of ignorant men in positions over the en- 
gineers can all these troubles be attributed. When good 
men of solid common sense have been given places of trust, 
we have had less trouble. Men will combine to protect their 
interests. There is, however, a strong inclination on the 


tions. 

There has been a large falling off in the membership of our 
insurance during the past year. Frank Abbott, the founder 
of the association, and for ten years its Secretary and Treas- 
urer, has proved himself to be a thief and has stolen from 
the widows and orphans. 
of the division secretaries have caused many of our members 
to forfeit their membership, and a feeling of insecurity has 
| seized upon that portion of the public interested in the or- 
ganization. 

Society owes no man anything which he has not earned. 
[have no faith in men who go about the country as cham- 
pions of labor and as friends of the working man, who berate 
capitalists and all who do not accord with them in their pe- 
culiar views. 





been 7,000, and has been very prosperous to the publishers. 
| There have been three new sub-divisions chartered, in Los 
Angeles, Cal., Winona, Minn., and Lacrosse, Wis. 

In concluding the speaker paid a high tribute to the Young 
Men’s Christian Association and the work it was doing for 
the engineers. The Secretary of the Indianapolis branch, 
Mr. G. C. Cobb, was praised for his integrity and honesty of 
purpose. 

Mr. Arthur was followed by Wm. Robinson, Second Grand 
Engineer, representing the brotherhood in Canada, in a short 
speech briefly giving an account of the Canadian brethren. 
This concluded the public exercises, and after passing votes 
| of thanks for the addresses, the Brotherhood adjourned until 
| afternoon. The further sessions were held with closed 
doors. 

On the afternoon of Fmday the delegates visited the 
Brightwood shops of the Cleveland, Columbus, Cincinnati & 
| Indianapolis Railway, at the invitation of the officers of the 


| 








| road; on the afternoon of Saturday they visited the Indian- | 


| apolis Water Works, and on Monday took an excursion over 
the Terre Haute & Indianapolis road to Terre Haute. 


Grand Chaplain George W. | 


ELECTIONS AND APPOINTMENTS. 


| 


| 
| 





Chicago & Eastern IUinois.—At the annual meeting in 
| Chicago, Oct. 15, the following were chosen directors: F. W. 
Huidekoper, Chicago; Franklin H. Story, Boston; Geo, W. 
Gill, Worcester, Mass.; Thomas W. Shannon, John 
Brookman and Henry B. Hammond, New York; C. E. Ste- 
vens, Boston; Joseph G. English, Danville, I1l.; T. F. Leon- 
ard, Springfield, Il. F. W. Huidekoper was chosen Presi- 
dent; A. S. Dunham, Secretary and General Ticket Agent; 
J. C. Calhoun, Treasurer; O. 8. Lyford, General Superin- 
tendent; Robert Forsyth, General Freight Agent. 


| 


Cincinnati, Sandusky d& Cleveland.—At the annual meet- 
ing in Sandusky, O., Oct. 16, the following directors (one- 
third of the board) were chosen: J. A. Jeffrey, Columbus, 
O.; John Atkinson, N. W. Pierce, Boston. The board re- 
elected John S. Farlow President; N. W. Pierce, Vice-Pres- 
ident: John L. Moore, Secretary and Treasurer. 


Danvers.—At the annual meeting in Boston, Oct. 17, the 
following were reélected directors: Nathaniel G. White, 
Lawrence, Mass.; George C. Lord, Boston; Amos Paul, 
South Newmarket, N. H.; Nathaniel J. Bradlee, Boston: 
William S. Stevens, Dover, N. H.; James B. Nichols, Haver- 
hill, Mass.; John F. Osgood, Boston. The same gentlemen 
were also chosen directors of the Newburyport Railroad, 
which, as well as the Dauvers, is leased to the Boston & 
Maine. 


Equitable Pipe Line.—John H. Dilkes, of Olean, N. Y., is 
General Manager and H. C. Beamer his assistant. 


Evansville & Terre Haute.—At the annual meeting in Ev- 
ansville, Ind., Oct. 21, the directors and officers were re- 
élected as follows: Samuel Orr, J. S. Hopkins, J. E. Martin, 
W. Heilman, D. J. Mackey, Samuel Bayard, C. R. Bement, 
H. M. Sweetser, Evansville, Ind.; J. W. Maddox, Vincennes, 
Ind.; J. H. Turner, W. R. McKeen, Josephus Collett, Terre 
Haute, Ind., and a successor whose name is not telegraphed, 
to the late W. K. Edwards; with J. E. Martin, President, 
and F. Heakes, of Evansville, Treasurer and Secretary. 


Fitchburg.—Assistant and Acting Superintendent John 
Adams has been appointed Superintendent, in place of C. L. 
Heywood, resigned. Mr. E. 8. Washburn has been ap- 





part of the railroads to make war against such organiza- | 


His peculations and those of some | 


During the past year the circulation of the Journal has | 


W. | 
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——- General Traffic Manager, a new office. Mr. Wash 
yurn has been for some time General Manager of the Hoosac 
Tunnel fast freight line. 


Hannibal & St. Joseph.—The General Manager gives no- 
tice that Mr. C. W. Winslow (lately appointed Purchasin, 
Agent), having taken charge of the auditing department o 
the company, the purchasing department has been placed in 
charge of the Chief Engineer, Mr. T. L. Dunn, to whom all 
communications concerning the purchase of supplies should 
be addressed. 


Illinois Central.—Announcement is made of the appoint- 
ment of the following station agents; David E. Richmond 
at Mason, W. H. Pearson at Sigel, B. Hutchinson at 
Cabery, H. M. Alizored at Irwin, Israel C. Woodard at 
Blairsbury, Charles W. King at Lemars, and W. M. Chap- 
man at Cobden. Several of these stations are on the new 
Kankakee & Southwestern Branch. 


Louisville & Nashville.—Mr. E. B. Stahiman, of Nashville, 
Tenn., is appointed General Freight Agent, vice Mr. M. H. 
Smith, resigned. 


Newburyport.—At the annual meeting in Boston, Oct. 17, 
the following were reélected directors of this and the Danvers 
Railroad, both of which are leased to the Boston & Maine: 
Nathaniel G. White, Lawrence, Mass.; George C. Lord, Bos- 
ton; Amos Paul, South Newmarket, N. H.; Nathaniel J. 
Bradlee, Boston; William 8S. Stevens, Dover, N. H.; James 
B. Nichols, Haverhill, Mass. ; John F. Osgood, Boston. 


New York, Lake Erie & Western.—This company has had 
the great good fortune to secure as General Manager Mr. 
Robert Harris, many years and until recently attached to 
the Chicago, Burlington & Quincy Company. Mr. Harris, 
who is a native of Portsmouth, N. H., acquired his profes- 
sion as an engineer under Mr. J. W. Brooks, of Boston, long 
President of the Michigan Central Railroad, and saw his first 
railroad service on the Boston & Lowell, we believe. But 
nearly all of Mr. Harris’ active professional service has been 
in the West, where he built the Beloit & Madison Railroad 
(now part of the Chicago Northwestern), and afterward was 
Chief Engineer of the Racine & Mississippi, now the West- 
ern Union. For a few months before the war he was Super- 
intendent of a Texas road, and after some two years’ service 
in the United States Army he accepted an appointment (in 
1863) as Assistant Superintendent of the Chicago, Burlington 
| & Quincy Railroad, where the venerable Col. C. G. Ham- 
mond was then General Superintendent. On Col. Ham- 
mond’s retirement in 1865, Mr. Harris was made General 
Superintendent, which position he held until he was chosen 
President, in February, 1876, which position he held until 
last spring. The Chicago, Burlington & Quincy has always 
been distinguished as one of the best-managed railroads in 
the country, and it is remarkable that it has approved itself 
alike to its proprietors, the community which it serves, its 
employés and to other railroad men. 


Pittsburgh & Lake Erie.—The following officers have been 
appointed: General Manager, Mr. W. C. Quincy, late Gen- 
eral Manager of the Baltimore & Ohio lines west of the Ohio; 
| General Superintendent, William Stearns, who had held 
| that office during the construction of the road; Auditor, A. 

D. Smith (formerly of the Baltimore & Ohio); General 
Freight Agent, Charles A. Shipley, late Assistant General 
| Freight Agent of the Baltimore & Ohio at Pittsburgh. 


Ohio Board of Public Works.—Mr. George Paul, of 
| Akron, who was chosen member of this board at the recent 
Ohio election, was one of the earliest advocates of narrow- 
gauge railroads in thiscountry. He is still quite a young 
| man, 


Spring Valley.—The incorporators of this new West Vir- 
zinia company are George Rutherford, 8. Woodard, George 
3. Douglass, J. J. Upton and S. Gidley, of Petroleum; D. C. 
Pew, of Oil Spring Run, and W. H. Bachlett, of Volcano. 


St. Louis, Alton & Terre Haute.—Ata meeting of the bond- 

holders, Oct. 21, Mr. J. S. Barnes, of the firm of J. 8S. Ken- 

|nedy & Co., was chosen trustee of the mortgage in place of 
| Robert Bayard, deceased. 


Western Maryland.—At the annual meeting in Baltimore, 
Oct. 16, the following directors were chosen by the stock- 
holders: John K. Longwell, Carroll County, Md.; Joshua 
| Biggs, Frederick County, Md.; George N. Harris, C. W. 
Humrichouse, John Welty, Washington County, Md. 


| Woodruff Sleeping Car Company.—The lines of Lucas cars 

| recently purchased by this company will be known as the 

| ** Southern Division ” of the company, with C. E. Lucas, the 

| founder of the lines and introducer of the cars, as Superin- 

| tendent, with office at the Markham House, Atlanta, Ga. 

| The cars run over what are called the ‘‘ Cumberland,” ‘* Mag- 
nolia ” and ‘* Aiken” routes. 


PERSONAL. 


—John Stone, at one time Master Mechanic of the Des 
Moines Valley road, hung himself in a shed on the levee at 
Keokuk, Ia., Oct. 9. He was at one time a man of standing 
and ability, but lest position and finally became almost a 
| common vagrant through excessive drinking. 


—Mr. M. H. Smith, long General Freight Agent on the 
Louisville and Nashville Railroad, has resigned his position, 
dating from Oct. 14. 


—Mr. Louis J. Wagner, for a time Superintendent of the 
Alabama & Chattanooga Railroad, died at East Saginaw, 
Mich., Uct. 20. 

—Mr. Walter S. Gurnee, for many years a leading director 
and member of the Executive Committee of the Chicago, 
Milwaukee & St. Paul Railway Company, has vechoned de 
seat in that board, and on Wednesday sailed for Europe 
with his family, intending to be gone for some time. 

—Mr. I. N. Coly, of Albany, Paymaster’s clerk on the 
Eastern Division of the New York Central & Hudson River 
Railroad for some thirteen years past, has been presented 
with a fine gold watch and chain, valued at $225, by the 
trackmasters of the division. 


—Mr. Augustus Scheli, who was nominated for Mayor of 
| New York by the Tammany Democratic Convention last 
week, is a director of the New York Central & Hudson River, 
the Lake Shore & Michigan Southern and the Michigan Cen- 
tral railroad companies, and is Vice-President of the Lake 
Shore and member of the Executive Committee of the Mich- 

| igan Central. . 

—Mr. George P. Robinson, General Baggage Agent of the 
New Orleans, Mobile & Texas Railroad, and brother of the 
Superintendent of that road, Mr. D. B. Robinson, died of 
yellow fever Oct. 4. He was formerly employed by the 
Central Vermont at St. Albans. 

peer of the Chi 
-, Was married Oct. 


—Mr. Joseph A. Jordan, Train Dis 
& Alton Railroad at Bloomington, I 
to Miss Emma D. Betts, of Bloomington, a niece of Judge 
| and Senator David Davis. 


—Mr. J. C. Blauvelt, a conductor on the New Jersey & 
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New York Railroad, has been nominated for Sheriff by the 
Democrats of Bergen County, N. J. 

—Mr. Horace Knight, Secretary of the Huntingdon & 
Broad Top Railroad Company, died on the 15th inst. He 
had been Purchasing Agent for his road for some time, but 
had but just been chosen Secretary. 


—Mr. Joseph R. Hixson, whose appointment as General 
Agent of the Chicago, Milwaukee & St. Paul for New Eng- | 
land we noticed last week, was formerly General Agent of | 
the Red Line at Buffalo. His new office is at No. 228 Wash- | 
ington street, Boston. 


_ —Mr. Joseph Dana Allen, who was a professor of engineer- 
ing (in Norwich University, Vt.,) before the days of rail- | 
roads, died at Burlington, Vt., Oct. 12, aged 79 years. In| 
his early practice he was engaged largely in canal construc- 
tion, serving as engineer on the following: Blackstone (Mas- 
sachusetts), Cumberland & Oxford (Maine), Black River & 
Chemung (New York). But he also had a great deal of prac- 
tice in railroad construction, as on the New York & Harlem, 
the Utica & Oswego, etc. In 1838 he was appointed engi- 
neer of the Western Division of the Erie Railroad, and later | 
had charge of the enlargement of the Erie Canal west of | 
Little Falls. He was subsequently connected with the Syra- 
cuse salt works and the Winooski cotton mills; was for a time 
Consulting Engineer of the Chicago & Northwestern Rail- 
way and Chief Engineer of the Albany & Northern Rail- 
road. He also laid out the Northern Extension of the Rut- 
land Railroad. 

—A_report comes from Cleveland that Gen. J. H. Dever- 
eux, President of the Cleveland, Columbus, Cincinnati & In- 
dianapolis and Receiver of the Atlantic & Great Western, 
will be appointed General Manager of all the Vanderbilt 
roads west of Buffalo; that is, of the Canada Southern, Mich- 
igan Central and Lake Shore & Michigan Southern, which 
would be one of the most important railroad positions in the 
world, and one for which Mr. Devereux has great and peculiar 
qualifications, alike in character, ability, influence and ex- 
perience. But so far we have no other foundation for the 
report than telegrams to the New York Herald. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 





1878. 1877. Inc. or Dee. P.c 

Nine months ending Sept. 30: 

Pitts, Ga: &' St. Db. GRR A ES 
Net earnings...... SS 5k. se MATRIC S 
Eight months ending Aug. 31 : 

Chicago, Bur. & 

Quincy.... ... ... $8,996,425 $7,631,597 I. $1,346,828 17.9 

Net earnings. .... 3,990,992 3,301, I, 689,088 20.9 

Four months ending Aug. 31: 
n> A A eau et yh 

Net earnings. .. GPE issues seBes ete ect 

Month of July: 

New York, Luke 

Erie & West.... .. $1,157,691 $1,041,205 I. $116,486 11.2 

Net earnings 326,709 171,316 I, 155,393 90.7 

Month of August: 

Great Western .... $335,800 $308,000 1. 27,800 9.0 

Net earnings re 83,700 73,000 I. 10,700 14.7 
Chicago, Bur. & 

oe Ee 1,632,209 1,330,249 L 301.960 21.9 

Net earnings 952,377 755,857 LL. 196,520 26.0 

Month of September: 

Phil. & Reading.. .. $779,480 $1,527,439 D. $747,959 49.0 

First week in October: 

Atchison, Topeka & 

Santa Fe.......... $96,500 $71,009 I. $25,491 35.9 
Ind., Bloom. & 

Weonterm........... 31,797 32,817 D. 1,020 3.1 
Int. & Gt. Northern. 44,507 37,530 L 977 18.6 
Kansas Pacific 107,377 94.488 L 12,889 13.6 
Mo.,Kansas & Texas 73,928 71,790 I, 2,138 3.0 
St. L., Alton & T. H., 

Belleville Line..... 11,570 16,114 D. 4,544 28.2 
St. Louis, Kan. City 

2) Bi ree: 71,779 77,334 D. 5,555 7.2 
Toledo, Peoria & 

Warsaw ......... 28,103 30,005 D. 1.902 6.2 

Second week in October: 

Atchison, Topeka & 

Santa Fe.......... $119,500 $95,767 I. $23,733 24.8 
Bur., Cedar Rap. & 

Northern ......... 32,487 36,622 D. 4135 11.3 
Chicago &Alton .... 131,426 116,608 I. 14,818 12.7 
Chic, & Eastern Il... 18,626 17,886 I. * 740 4.1 
Chi, Mil & St. 

es ee 191,000 278,932 D. 87,9382 31.5 
Denver & Rio Gr'de. i. Ae AY eS eS ~ 
Kansas Pacific. ...... 113,545 94,074 IL. 19.471 20.7 
Mo., Kan. & Texas.. 78,007 81,943 D. 3,935 4.8 
St. Louis, Lron Mt. 

FS Npyetiaten se 143,900 147,368 D. 3,468 2.4 
St. Louis, Kan. City 

+ ape aie 90,: 89,537 L 826 0.9 
WHEE. Si occ. wees 105,157 117,328 hd 12,171 10.4 

Week ending Oct. 12: 

Grand Trunk........ $207,004 $221,694 D. $14,699 6.6 

Week ending Oct. 17: 

Detroit & Milwaukee. $24,365 $23,278 I. 1,087 4.7 


Coal Movement, 


Receipts of coal at Chicago for the nine months ending 
Sept. 30 were: 








1878. 1877. Inc, or Dec. P.c. 

Anthracite.............. 248.719 270,410 D. 21,691 8.0 
Bituminous........ ..... 267,367 234,486 I. 32,881 14.0 
, RE Ee 516,086 504,896 I. 11,190 2.2 


Grain Movement. 


For the week ending Oct. 12, receipts of grain of all kinds 
at the eight leading Northwestern markets, have been, in 
bushels: 

1878. 1877. 1876. 1875. 1874. 1873. 
5,698,266 5,519,469 6,164,195 4,986,513 4,006,901 4,885,946 

This year the receipts are smaller than for any other since 
July, ey that ending Sept. 28. But there were but four 
weeks in all last year when the receipts were so large. 

The shipments of the same markets for the same week have 
been: 

1878. 1877. 1876, 1875. 1874. 1873. 
5,089,892 5,386,512 4,366,720 3,999,015 3,590,822 5,443,210 

Though the shipments of the week this co were exceeded 
in the corresponding weeks of 1877 and 1873,-and have been 
exceeded in six weeks this year, still since the fall of 1873 
there have been only three weeks from the opening of navi- 
gation to this date in the fall, previous to this year, when 
they have been equaled. 

Of the above shipments the number of bushels and the 
percentages of the total shipped by rail have been: 


1878, 1877. 1876. 1875. 1874. 1873. 
1,245,545 1,030,797 1,835,991 1,145,256 422,641 938,908 
45pc¢ Wipe 42lpc WEpc 16p.c. 19.1p.c. 

The rail shipments of the week this 
to the average since harvest. 





| 12.9 at Philadelphia, 12.3 at 


Receipts of the seven Atlantic ports for the same week | 


have been: 


_ 1878. _-1877. 1876. 1875. 1874. 1873. 
7,343,525 5,742,097 3,712,853 3,817,656 3,154,393 3,980,203 


Not only are the receipts this year vastly larger than for 
the corresponding week in any previous year, but they are 
larger than for any week in any previous year, and have 
been exceeded but once in the history of the trade, which was 
the week ending Sept. 14 this vear. The largest receipts of 
any week last year were 6,375,000 bushels. 

Of the receipts this year, 59.6 per cent. were at New York, 
ontreal, 11.2 at Baltimore, 
“a Boston, 0.4 at New Orleans and 0.1 per cent. at Port- 

nd. 

The exports of grain from the seven Atlantic ports for the 
week ending Oct. 12 were 4,196,783 bushels this year, against 
2,880,267 bushels in 1877. Of the exports this year, 49.3 

er cent. was from New York, 21.4 from Baltimore, 12.2 
rom Montreal, 9.8 from Philadelphia and 7.3 from Boston. 

Receipts and shipments at Chicago and Milwaukee for the 
week ending Oct. 21 were: ; 


‘ Receipts. Shipments. 
ILL a. ont hike neeisuhae dee niee 2,710,560 2,176,312 
SIND. 3. stas'tadccncas cakanbaben 552.700 508,300 


Receipts and ae at both places are smaller than for 
the preceding week. 

Receipts and shipments at Buffalo for the same week 
were: 





: Receipts. Shipments. 
SP MMGcS ches cusasthe voles poles ce cdaacuhoes? , Ae 647,092 
SS ear eer 3,162,079 
Total......... _ 3,599,690 3,809,171 


Receipts and shipments are both larger than for the pre- 
ceding week, but rail receipts and shipments are both smaller. 
For the same week ending Oct. 21 receipts at four Atlantic 
ports were: 
New York............ ..3,399,999 | Baltimore. ......... ... 611,157 
Philadelphia 846,780 | Boston.................. 354,7: 
All these receipts are smaller than at the same places for 
the preceding week. Of the receipts at New York, 795,761 
bushels, or 23.4 per cent., were by rail. 


Cotton. 
Receipts at Atlantic ports for the week ending Oct. 18 and 
from Sept. 1 to that date (48 days) have been: 
1878. 1877. 1876. 1875. 1874. 
oo, ESE .. ..160,23% 135,054 152,820 147,345 127,976 
Gs sav natesccess 685,839 397,429 633,029 570,582 500,701 
The exports for the week and since Sept. 1 have been: 
1878. 1877. Increase. P.c. 
NL itis a wdchi saa pakines hs bbden 78,966 39,147 39,819 101.7 
a ese ees 198,661 106,610 92,051 85.3 


Notwithstanding the yellow fever New Orleans has re- 
ceived more this crop-year than last, though it has not nearly 
taken the same rank among receivers. Last year it received 
15.3 per cent. of the whole; this year but 8.3 per cent., for 
the first six weeks of the season. 

Apple Shipments. 

Among other abundant crops this season that of apples 
seems to be superabundant, and there ought to be unusually 
heavy shipments of them, for the cost will be little more 
than that for packages and transportation. Recently a con- 
signment of 2,200 barrels, making 13 car-loads, was for- 
warded at once by the Pennsylvania Railroad route from 
Grand Rapids, Mich., to Liverpool, and there are consider- 
able shipments by every steamer. 


THE SCRAP HEAP. 





Railroad Manufactures. 


The United States Wind Engine and Pump Co., of Batavia, 
Ill., has recently shipped a lites number of wind mills to 
Cuba. 

The Challenge Wind Mill Co., of Batavia, [l., has received 
orders from New Zealand for a wind mill. 

In the Chicago, Burlington & Quincy shops at Aurora, IIl., 
six or eight new locomotives are in course of construction, 
and fifteen new cars per week are now turned out. 

The Dickson Manufacturing Co., of Scranton, Pa., on the 
7th inst shipped the last of six new locomotives which it 
has been constructing for the Chicago, Pekin & Southwestern 
Railroad. They ali kave H. 8. Bryan’s patent crown-sheet 
and smoke-stack. : 

The Ohio Falls Car Company, at Jeffersonville, Ind., is 


Fe road. 

Major Paul, of the Pittsburgh Car Company, offers to 
establish extensive car works at Minneapolis, with capacity 
for 3,000 cars per year, and employing 500 men, if the peo- 
ple of that town will meet certain requirements. 

Whitney & Sons, of Philadelphia, have lately received 
two pairs of 30-in. passenger car-wheels that have made 
mileages of 80,000 miles, and a pair of 28-in. tender-wheels 
that have run 135,825 miles. These wheels were made by 
the firm. 

William Sellers & Co, have taken the bulk of a recent or- 
der from New South Wales for fine machine tools, amount- 
ing to $25,000. 

Tiacoras & Co., of the Delaware River Iron Works, at 
Kaighn’s Point, are doing some bridge work for the New 
York Bridge Company. 

A new Siemens gas-furnace has just been completed at 
the Edgar Thomson Steel Works, making eight now in use. 
An excavation is being made for the foundation of a new six- 
ton steam hammer. 


working machinery, recently shipped a car-load of machin- 
ery for various parties in Australia and New Zealand, con- 
sisting of over twelve machines, for planing, molding, tenon- 
ing, mortising, band, scroll saws, etc. It goes overland to 
California, and thence by Pacific steamer. This company 
has also just made a large shipment of tools to the Russian 
government for its arsenal, loca at St. Petersburg, and 
within the last month it has received over twenty orders for 
foreign shipment. 

The employés of the Boston & Albany shops, at East Al- 
bany, N. Y., commenced on the 7th inst. working on eight- 
hour time, but work six days in the week, where they have 
been working five. 

A better demand and more firmness in prices for iron are 
| reported, but no advance in prices, except for some special 
qualities. Manufacturers generally, at least in Pittsburgh 
and further west, are enco' 

‘Lhe works of the Gautier Steel Co. (Limited), at Johnston, 
Pa., are fast approaching completion, 

John Stephenson & Co., of New York, are furnishing the 
outfit for a tramway between Calais and St. Pierre, in 
France, which is being constructed with English capital, 

The Cheney-Bigelow Wire Works, of Springfield, Mass,, 
are at work on a large contract for wire railing for one of 
the New York elevated railroads, 





The Latrobe Car Works are building for the Pittsburgh, 


| Newcastle & Lake Erie Railroad 20 eight-wheel ballast cars, 


year are about equal | 20 box cars, 20 drop-bottom coal cars and two baggage | first of English 
cars. r | steel. He sai 


_ 


building 15 passenger cars for the Atchison, Topeka & Santa 
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J. L. Bailey & Co., Philadelphia, have contracted to de- 
liver 3,600 hammered axles for the freight cars that are now 
being built at Berwick, Pa., for the New York, Lake Erie & 
Western Railroad. 

A call for a general meeting of manufacturers of boiler 
‘late bas been issued at the suggestion of the United States 
Supervising Inspector General of Steamboats, to give ex- 
pression to their views regarding the execution of the re- 
quirements of the law concerning homogeneousness, tough- 
ness, etc. The meeting is to be held in Philadelphia, Nov. 


The Altoona Iron Co. is preparing to make considerable 
additions to its works at Allegheny Darnece, Pa., including 
an eight-inch train and two boilers. The puddling furnace 
is now run double-turn, and every department run to its ut- 
most capacity. 
The Albany Argus says the Horicon Iron Company's new 
billet iron works, at Ticonderoga, N. Y., have been in suc- 
cessful operation for ebout four weeks, and are turning gut 
a daily product of six and a half tons. The new works con- 
sist of Seo improved Catalan forges, in which the :tamped 
ore is deoxydized by roasting ina charcoal fire. The ‘loupe ” 
thus formed is then reheated in a refining furnace and after- 
ward drawn into 100-pound billets under a 16,000-pound 
stroke-hammer. The iron thus produced is claimed to be 
forged by the Swedish process, and equal to the best im- 
ported. The ore is obtained from the mines of the company, 
near Lake George, and the charcoal is burned from the white 
birch on its lend. 

The Jron Age makes the following report of the condition 
of the blast furnaces of the United States, Oct. 1; 


—-In blast.-— —Out of blast.— 

1878, 1877. 1878. 1877. 

Charcoal. . &3 &Y 186 176 
POD odin vse wccekens sbmae 88 RG 135 140 
Bituminous........ . 80 77 133 136 
eee . 251 252 454 452 


The Dickson Manufacturing Co., at Scranton and Wilkes- 
barre, Pa., is building three large blowing engines for the 
Lackawanna Iron & Steel Co. 

The Edgar Thomson Steel Co. is preparing to build three 
new blast furnaces at its works at Braddock’s Field, Pa. 

The Sunbury Car Wheel Co, is an organization which is 
building a large car-wheel foundry at Elizabethport, N. J., 
on land leased from the Central Railroad of New Jersey. 

The Winslow Car Heater Co., at Cleveland, O., recently 
sold 100 of its car stoves to the Atlantic & Great Western. 

The Deane Steam Pump Co., of New York, recently shipped 
12 steam pumps to Amsterdam, Holland. 

The Rogers Locomotive Works, of Paterson, N. J., now 
have a considerable number of locomotives under way, 
among them some for Brazil, New Zealand, Central America 
and Cuba, and of eight different gauges—2 ft. 6 in., 8 ft. 
1% in., 8 ft., 8 ft. 83¢ in. (1 meter), 3 ft. Gin., 4 ft. 84¢ in., 
5 ft. 3 in., and 5 ft. 6 in. 


Bridge Notes. 

Work has been resumed on the abutments of the Calvert 
street bridge over Jones’ Falls and the tracks of the North- 
ern Central Railway in the city of Baltimore. The entire 
length of the bridge between abutment will be about 600 
feet, 140 feet of which will span the falls and 105 the rail- 
roud tracks. The balance of the length will be built upon 
trestles, supported by heavy iron columns, resting upon stone 
pedestals. f ‘or the accommodation of the railroad, the 
columns will be built far enough apart to admit of tracks 
between them, if required. The entire cost of the bridge is 
estimated at $135,000. As soon as work on Calvert street 
bridge is fairly under way steps will be taken looking to the 
building of bridges across the falls at North and St. Paul 
streets. 

The two proposed new bridges at Niagara, to connect the 
Clark Hill islands with the main Canadian shore, will be 250 
ft. in length each, and will be supported by wire cables rest- 
ing on iron towers. The style of the work will be very simi- 
lar to that followed in the erection of the upper suspension 
bridge. This scheme of connecting these islands with the 
main shore by means of two new bridges, in addition to the 

»resent suspension foot bridge, is the project of Mr. Suther- 
and Macklem, the owner of the property. 
| The New York Bridge Co., of No. 110 Broadway, has just 
taken a contract fora 140-ft. draw-span over Dutch Kills 
Creek, Long Island City. 

Wilkins, Post & Co., engineers and bridge-builders, of 
Atlanta, Ga., have the contract for building the iron tower 
for the water works of the Deaf, Dumb and Blind Institute 
at Talladega, Ala. 

Messrs. Post & McCord, of No. 102 Broadway, New York 
| have received the contract for the concrete foundations anc 
| iron tower for the Rear Beacon Light for Port Royal Har- 

bor, 8. C. 

Clarke, Reeves & Co., of Phoenixville, Pa., have just fin- 
ished an iron bridge over the Tombigbee River, near Col- 
umbus, Miss., for the Mobile & Ohio road. It has a draw- 
span 210 ft. long, and two fixed spans, one of 180 ft. and one 
of 70 ft. 

Bids are invited for a new iron bridge to be erected over 
Quinnipiac River at Middletown avenue, between New Haven 
and East Haven, Conn., to be handed in by Nov. 7. The 
bridge is to be a single span of 150 feet between centres of 
supports, with roadway 18 ft. in the clear, not less than 11 
panels. An abstract of the specifications has been printed 
and may be had on application to Charles E. Fowler, Cit 





J. A. Fay & Co., of Cincinnati, manufacturers of wood- | 


Surveyor, Room No. 9, City Hall, New Haven, where full 
| specifications and engineer’s plans may be seen. 
| 


| Notes, 
The Mendota Bulletin-News says they have very accom- 
| modating conductors on the Chicago, Burlington Quincy 


|road, A lady was yesterday ones a ticket, having 
| left her baby on the seat, when the train started. The con- 
| ductor, discovering the situation, stopped the train in the 
|lower edge of the city, backed up and united the mother 
}and child. [Tableau.) 

Timorous passenger (to porter who is “sounding” the 
| wheels): ‘“* That wheel sounds cracked to me, porter.” Por- 
| ter: “It is, sorr; but faix Oi think she’ll get as far as Dub- 
| lin.”— Punch, 
| The malice of the small boy interfered with in his pursuit 
of pleasure at other people’s expense has rarely taken a more 
| diabolic form than in the case of a ten-year-old apprentice 
| to the gallows who on the New York, Lake Erie & Western, 
| near Bradford, recently put a piece of iron across the track, 
| and threw three cars of a train off, because a conductor had 
| put him off a train on which he had been in the habit of 
| stealing rides, and had told him to pay his fare in future, 


| English Praise of American Rolling Stock. 

| Not long ago Mr. Douglas Galton, who served on the jury 
| on railroad appliances at the = Exhibition, read a 
| paper before the Institution of Civil Engineers on the subject 
| of these appliances, in which he spoke very favorably of 
| some peculiarities of American practice. In the course of 


| the discussion which followed some very interesting state- 
Mr, Isaac Lowthian Bell—perhaps the 
of iron and 


gs connected 


ments were made b 
authorities on the mnaneney 
said that ‘‘there were many thin 
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with railway carriages in America which commended them- 
selves to his own mind. In the first place they afforded 
great accommodation and convenience to passengers 
on long journeys. Hespoke with some hesitation on 
the subject, but he could not help thinking that 
a structure unbroken, as it was, by door opening 
must possess greater strength than those con- 
structed on the English principle;’ and he added 
that, “having traveled m: any thousands of miles upon 
American railroads, either from the shape of the carriages, 
or from the character of the springs, or some other circum- 
stance, he had never traveled more easily.” In reference to 
chilled wheels he remarked that, ‘‘although his firm were 
pig-iron makers on a large scale, and had steel and iron in 
every shape at their doors, members might be surprised to 
hear that for their slag wagons, which were exposed to a 
good deal of hard work from the usual roughness of the 
appliances about a large ironworks, and the melted slag 
they were occasionally immersed in, they had some diflic ulty 
in getting any material to stand. They had tried cast iron, 
wrought iron, and then cast steel, but the substance which 
they had found to exceed any other in durability w as: that 
of the chilled wheels brought from the United States. 


Cambria tron Works. 


Great improvements are under way at these works. A 
new blowing mill, rolling a 5-in. bloom from an 18-in. ingot, 
is to be at work in a few weeks. It is a two-high mill driven 
by a double horizontal reversing engine. Siemens-Martin 
steel works are under way, a wire-rod mill in ans 
number of bolt and nut machines at work on product of the 





merchant iron mill, and a new horse-shoe machine nearly 
ready. 

The company is also building 100 new coke ovens at 
Bennington, Pa., which are nearly all completed. It has 
6,000 men at work. 

Logging Railroads in Georgia. 
A cor respondent of the Northwestern Lumberman writes 


Georgia, as follows: 

Much has been said and written in regard to the avail- 
ability of tram-roads, and the!r utility as a cheaper and bet- 
ter means of conveying timber to the mills. This mode of 


from Emanuel ( Jounty, 


conveyance, so highly spoken of, and becoming every 
day more popular in the North and Northwest, is by 
no means a novelty with the southern millmen. Eleven 
years ago the practical mind of Moses Wadley, of 
the firm of Wadley & Co., in this county con- 
ceived and suecesstully demonstrated their superiority 
over any other means of hauling logs, and he laid 


down for the use of his own firm, the first road ever con- 
structed for, the purpose; subsequently Mr. George Gar- 
butt, of this’ region, adopted his plan upon a road six 


miles in length, Taid with stringers 5x9 inches gy track 
five feet, the first engine being furnished by Mr. George 
EK. Vitield, of South New “Market, N. H., and the 
wheels and axles for the lumber trucks, with nine inch- 
es tread, by Messrs. A. Whitney & Sons, Philadelphia, 
Pa. Since the period of their introduction by Mr. 
Wadley many engines and over 200 miles of tram-roads 
upon his principle have been put in use through- 


out the South Atlantic States; hitherto the ordinary transit 
by mule teams was slow, costly and at times uncertain, the 
pine forests of the South differing widely in their yield from 
those of the North and Northwest. Thatof the former aver- 
ages 2 of merchantable lumber per acre, not in- 





2,500 feet 
clusive of sap boards and the smaller growth, unfit for mill 
purposes, While the product of the latter is immensely greater. 
With this great distinction in the yield per acre and the con- 
sequent distance to be hauled over by the southern mill- 
men to keep up their supply of logs, was the tram-road con- 
structed, and with the present low prices of lumber has 
proved to be their only salvation, as but little timber upon 


our water courses is now available except by their use. 
Many mills are now using a hght rail of iron with 
the same engine, while others, as Wadley & Co., use 
an ordinary railroad locomotive upon a heavy T-rail 
iron track of 18 miles in length, crossing one of the 
largest streams of the state with trestle and bridg- 
ing - amile in length. Some mills use only the stringer 
track, the trucks upon which are moved by mule power. 


These tracks are laid with a lighter stringer of 4x8 in. 
with a cross-tie pinned at each end. In Florida, and with 
mills bordering upon the Gulf, round poles or very small 
logs are laid as a track for hauling lumber and logs, the 
wheels used being concave, and not the ordinary flange 
wheels. 

Belgian Contracts. 

\t a recent letting in Belgium the government gave out con- 
tracts for 54 locomotives. The John Cockerill works took eight 
ten-wheeled tank engines at about $12,300 each, the Belgian 
Company tive of the same at the same price, and six freight 
engines with 5-ft. wheels at $8,200. Ten others of the latter 
type were also given to the Marcinelle & Couillet Company 
at the same price; the Coaland Metallurgical Company took 


four of the big ones and four of the small ones at these 
prices, The St. Leonard C ompany was awarded five yard en- 
wines, with 4-ft. wheels, at 36,860; the Haine St. Pierre 
Foundry and Manufacturing Co. took five of the largest 
type, and Messrs, L. & C. Carels were awarded seven of the 
5-ft. wheel freight engines at $8,200. 


Contributions for the Yellow-Fever Sufferers, 

The employés of the Pittsburgh Division, Baltimore & 
Ohio Railroad, recently raised $935, which was sent to New 
Orleans for distribution. 
Handling Grain in Buffalo. 

\ correspondent of the Cleveland Herald writing from 
Buffs alo says: 

early all the elevators are full of grain, and immense 

amounts are going forward constantly by canal and rail. 
The freight line propellers appear to have the preference 
over outside vessels in unloading. The appliances for getting 
wheat out of a ship are far in advance of those of a few years 
ag Nearly all the work, including shoveling the grain in 
the hold to the cups of the elevator, is done by steam power 
supplied from the shore engine, and during the night the 


ro 


hold is iluminated by gas conducted from the building in 
rubber tubes. A steamer carrying 60,000 bushels is unloaded 
in a single night, and two canal boats are frequently 
brought along outside the propeller and filled at the same 


time the grain is coming out of the ship.” 


OLD AND NEW ROADS. 


\dlantic, Mississippi & Ohio.—The case on a motion 
of foreclosure of a mortgage on this road, by English bond- 
holders, came up in the Cnited States Circuit Court at Rich- 
mond, “Oct 22, Judges Bond and Hughes presiding. The 
de cree applied for by the Trustees of the Atlantic, Mississippi 

Ohio consolidated bondholders asks for the sale of the 
whole line and its property as an entirety, subject to liens of 
the several divisional bondholders, and after payment of 

teceivers’ and otber outstanding indebtedness, the remainder 
of the proceeds to be divided among the holders of Atlantic, 
Mississippi & Ohio consolidated bonds. The Dutch bond- | 


THE RAILROAD GAZETTE. 


holders, representing $2,000,000, through counsel, oppose 
the sale of the road, asking to become parties to the suit as 
defendants. This latter question occupied the attention of 
the court all day, being argued at length, and the case was 
continued until the nextday. The total amount of consoli- 
dated bonds of the road secured by the mortgage under 
which the proceedings are now instituted is $35,470,000, with 
interest to Oct. 1, 1878, of $1,695,289. 

The case was further argued Wednesday, and submitted 
to the Court, which reserved its decision. Subsequently the 
Court considered the petition of H. R. Stewart, as holder of 
certain certificates of the Virginia & 
the object of the holder of p 
them recognized as a lien superior to that of the Atlantic, 
Mississippi & Ohio mortgage. Other holders of the same 


— 


| the money 1 


Tennessee Railroad, | 
said certificates being to have | 


certificates, which amount to $8,750,000, were represented | 


by counsel. This cause, which is known by the title, Fran- | 
cis Skiddy et al., Trustees, against the Atlantic, Missis- 
sippi & Ohio Railroad, was also argued and submitted to 
the Court. 


Baltimore Elevators.—The Baltimore Elevating Com- 
Any building a third elevator at the 
1arbor, where the Northern Central delivers grain. It will 
have capacity for 750,000 bushels, the other two containing 

but 500,000 bushels tog xe ther. The contract calls for its com- 
pletion by Dec. 18, ( . Multon & Co., of Chicago, are the 
contractors. The Sacoarivante Railroad’s deliveries of grain 
in Baltimore are said to have been unusually iarge this year. 


Central of Guate mala.—A telegram from Panama, 
dated Oct. 12, says: ‘‘ Work is progressing favorably on the 
Central Railroad of Guatemala. Several miles have already 
been cleared and prepared for grading, and a mile or two is 
now ready for the rails. The prevalence of rain just at 
present prevents a greater demonstration of activity, but 
with the beginning of the dry season gangs of men will be 
put upon each section, and the work rushed through in a few 
months. The bark Zephyros, with material of various 
classes for the work, is expected at San Jose during the lat- 


is 


ter part of this month.” 
Chesapeake & Ohio.—Oil tanks, iron buildings, and 
other apparatus for transferring oil from Ohio River boats 





to this railroad are now almost. completed at Huntington, 
W. Va. A considerable amount of oil was shipped this: way 
for export from Richmond and Norfolk in 1877, but the 


business has been but trifling this year. 


Chicago, 


Burlington & Quincy.—Employment agen- 
cies in Chi 


xo are advertising for laborers to work all win- 
ter on this road in Iowa (on new branches under construction, 
probably). Tie makers, section hands and gravel-train men 
are among those advertised for. 

No Jess than seventeen firemen on this road have been pro- 
moted to be engineers within the past two months, which in- 



















dicates growing traffic 

The following is the full statement of earnings and ex- 
penses for the month of August and for the eight months 
ending with August for the past two years: 

August: Ine. or Dee. 
Passenger I $14,248.99 
Freight I. 297 393.56 
Mail and mis D. 9,684.09 
Gross earnings I. 301,958.46 
Expenses I 105,438.23 
Net earnings I. 196,520.23 

Kig ‘ete aM Sit 
Passenger . $1 571,171.17 I , ‘ 
Freight 7,106,764.11 I. 1,366,009.65 
Mail and mis 318,489.53 D. 10,802.89 
Gross earnings 8,996,424.81 I. 1,364,828.21 
Expenses 45,005, 43: 2.49 I 675,740.19 
Net earnings 3.990.992. 32 *301, “004. 30 «I. 689,088.02 





The increase in net earnmgs for the eight months is equiv- 
alent to 2's per cent. on the capital stoc i. 


Chicago, Clinton & Western.—The Iowa Supreme 
Court recently decided against an application of tho Bank 
of Montreal for a rehearing of a case in which the bank en- 
deavored to establish the legality of $25,000 of certificates 
issued by the Receiver, Judge Thayer, for iron which was 
never delivered, and for which no e quivalent had ever been 
received by the company. The Clinton Herald says the 
bank was an innocent purchaser, but loses the amount of the 
investment. 





Chicago, Milwaukee & Paul.—tThe track on the 
Hastings & Dakota Division now laid to Granite Falls, 
Minn., 75 miles westward from the old terminus at Glencoe, 
and 64 miles from Lake Addie, the last point noted. 


Chicago & Northwestern.—tThe line of the Fox River 
Branch has been changed between Dundee and Algonquin, 
Ill., adetour of three miles being made to the bank of the 
river to take in the village of Carpenterville, where there 
are some factories which prov ided the right of way. The 
cost of the change to the company is aid to have been but 
$15,000, and it secures an easier grade by it. 


Cunard Steamers.—This company, whose New 
terminus, so to speak, has always been in Jersey City, where 
it has had two large piers, and room for four steamers, will 
apandon them after the expiration of its lease next May, 
having leased Pier 40, North River, in New York, at the 
foot of Clarkson street, and made a contract for the con- 
struction of a dock there 75 ft. wide by 579!; long, with 30 
{t. of water at the pier. It will have more convenient con- 
nection with the New York Central in New York, but will 
loose somewhat in convenience to the roads which terminate 
in Jersey City. 


St. 


is 


York 


Denver & Rio Grande.—The conflict between this com- 
pany and the Atchison, Topeka & Santa Fe has been sud- 
denly ended by a contract for the lease of the Denver & Rio 
Grande’s road to the Atchison Company. The 
take effect Dec. 1, and to continue for 30 years at a rental 
equal to 43 per cent. of the gross receipts for the first year, 
with a reduction of 1 per cent. each year following until the 
seventh. Then from the seve nth to the fourteenth year, in- 
clusive, the re enti _ is to be stationary at 37 per cent. of the 
gross earning nd for the remainder of the term, 16 years, 
36 per cent. is ‘to be paid. In determining the earnings of 
business passing over the: lines of hoth the lessor and the 
lessee company, a mile of the Denver & Rio Grande is to be 
counted as a mile and a quarter, with certain exceptions. 

The Atchison, Topeka & Santa Fe Company agrees not to 
build, operate or encourage any road, directly or indirectly, 
not already constructed, that is parallel to or 
with the Denver & Rio Grande’s present constructed lines. 
The lease also provides that the Atchison Company shall noi 
change the gauge of its road or lay a third rail without 
widening the gauge, or laying an additional rail, over all the 
Denver & Rio Grande lines, except those between Pueblo 
and the coal mines east of Cation City. Any lines that may 
be built from any terminus of the Denver & Rio Grande 
road, or in extension thereof, shall be of three-feet gauge 
The Atchison Company also binds itself not to discriminate 
in freight or other charges, in any manner, to the injury of 
the Denver and Rio Grande Company, and where traffic can 
be carried at the election of the lessee, it shall be transported 
by the shortest line. 

The rental! is to be paid by the month. 


When the Atchi- 


Canton side of the | 


| 


[OcToBER 25, 1878 


son, Topeka & Santa Fe takes possession of the leased road, 
it is to pay the Denver & Rio Grande for the fuel, material 
and other supplies on hand, a sum to be agreed upon by two 
ersons, One to be appointed by the President of each road. 
This sum is to be applied by the Denver company to the pay- 
ment of any of its debts, exclusive of stock, in excess of $2%,- 

664 per mile. The Denver & Rio Grande engages to deposit 
received for rent with the United States, or other 
Trust Company, in trust for the payment of interest on its 
debts, exclusive of stock, going to make up the sum of $22,- 

664 per mile. If any surplus remains it is to be applied to 
the payment of such debts and liabilities in excess of the 
sum of $22,664 per mile, until fully satisfied, after which 


| the money may be used in the redemption and cancelation 
| of the Denver & Rio Grande first-mortgage bonds. 


No pro- 
vision of the lease is to be abrogated or modified unless with 
the written formal consent of the trustees of the present 


a of the Denver & Rio Grande Railroad, or of 





| 





lease is to | 


holders duly evidenced as such, owning or 
least $2,000,000 bonds. 

All the litigation between the two companies is to be aban- 
doned, and the Denver & Rio Grande road is to be extended 
to the San Juan silver mines and through the Grand Cafion 
of the Arkansas vallev. 


representing at 


Detroit & Milwaukee.—The Detroit Free Press of 
Oct. 20 says: 
CC. Trowbridge, Receiver of the Detroit & Mil- 


waukee Railway, vacated his position Saturday morning in 
pursuance of the recent order of Judge Reilly turning over 
the road, and the Purchasing Committee, of which J. H. 
Muir is Secretary, has temporarily taken charge of the road. 
The election of officers under the reorganization of the 
company, in conformity with the general railroad law, will 
take place Monday. F. Broughton, of the Great Western 
Railway, will probably be made General Manager, and he in 
turn will select his staff. It is pretty well understood that 
Mr. Callaway will be continued as General Superintendent 
and Mr. Broughton will undoubtedly retain for the present 
all the other officials. Alfred White, General Passenger and 
Freight Agent, was summoned by a telegram to a meeting 
in Hamilton by the Great Western management, which 
company will fully control the road, selecting “the Preside nt, 
directors and all. General Manager Broughton left Ham- 
ilton Saturday for his summer residence at_ Eastwood.” 

The earnings from Jan. 1 to the date of this transfer were 
$127,758 greater this year than last. 


Equitable Pipe Line.—This company, whose headquart- 
ers are at Bradford, Pa., purposes to lay a line of 6 in. pipe 
about 104 miles long from Frisbee by Coudersport, down 
Pine Creek Valley, “by Salladesburg to Williamsport, Pa., 
there connecting with the Philadelphia & Reading Railroad. 
it is reported that surveys are all completed and right of 
way secured, and that work will be begun at once. Three 
pumping stations will be required and at Williamsport four 
to six tanks with a capacity of 25,000 barrels each. The 
entire cost is given as about $600,000. The pipe will be able 
to deliver, it is thought, from 8,000 to 12,000 barrels daily 
at Williamsport. There is talk of completing the line before 
the ground is frozen, which will require great activity in 
manufacturing pipe as well as laying it. John H. Dilks, of 
Olean, N. Y., is General Manager, and H. C. Beamer his 
assistant. 


Fort Wayne, Markle & Southwestern.—Fort Wayne, 
Ind., has voted by a heavy majority against a proposed sub- 
scription of $65,000 to this projected narrow-gauge line. It 
was to run from Fort Wayne to Terre Haute, but is now 
probably killed. 


Government Transportation on Land-Grant Rail- 
roads.—In the report of Quartermaster-General Meigs for 
the fiscal year ending with June last, he says that the move- 
ments of the army during the year were unusually exten- 
sive, due to the railroad riots and Indian disturbances. 
Marches of 800 to 1,000 miles were common, and several of 
1,800 miles, two of 3,000, and one of 4,300 miles, were made. 
The largest movements were made by the Pacific railroads, 
and the appropriation for transportation was not large 
enough to liquidate their accounts. Gen. Meigs therefore 
recommends that Congress should make a deficiency appro- 
priation of $825,000 to settle the accounts for the past year’s 
service. He says the operations of the department are em- 
barrassed by the action of Congress relative to land-grant 
railroads, to none of which can money be paid till the con- 
clusion of a suit before the courts. s the principles and 
claims involved have been finally acted on by the Supreme 
Court, and judgment in favor of the roads on the 
rates heretofore fixed by the War Department has 
been given in every case finally decided, it is thought 
that it would be wise and just to repeal this restrict- 
ive legislation, and allow the railroad accounts to be settled 
like other accounts for military service, without imposing on 
the companies the delay and expense of formal suits here- 
after in court, which involve only the two principles already 
decided in their favor. The several Pacific railroads have 
earned by military transportation during the fiscal year 
$895,000. Their total earnings for this service have 
amounted to over $9,000,000. Seventy contracts were 
made during the year for transportation by teams, and 36.- 
559 tons of supplies were transported in this manner; 33,- 
608 Luar and 36,000 tons of stores were moved by 
wate The cost of tr ansportation on the Upper Missouri to 
wale the posts in the Sioux country continues great. Com- 
petition increases, and the rate is diminished from year to 
year, but the supplies needed continually increase, though a 
cessation of the increase is expected before many years, with 
the establishment of communities able to protect themselves 
against the savages. 


Hartford, Providence & Fishkill.—Last week we 
noted that the city of Hartford sold on the 15th its holding 
of $500,000 of this company’s bonds to the New York & 
New England Company, leaving outstanding only $500,000 
owned by the city of Providence and $163, 000 of Connecti- 
cut bonds. On the 18th the New York & New England paid 
Providence the money to redeem its bonds, and took a re- 
ceipt. It also has paid into court $225,000 to cover bonds 





| outstanding held by unknown parties, and gave a bond of 


competing | 


indemnity for $125,000 to the trustees, and provided for 
the payment of the floating debt and for future claims. And 
on that day (Oct. 18) Judge Shipman, of the United States 
Circuit Court, made a final decree granting the New York & 
New England immediate possession, and the trustees trans- 
ferred the road accordingly. 


Illinois Railroad Assessment.—The proceedings of 
the State Board of Equalization of Assessments of Taxes 
gives the following totals for the railroads of the State: 





Miles of main track in the State 6,574 
Assessed value of same, excluding 25.473,009 
Value of buildings on right of way 1,366,719 
Miles of side or turn-out track.......... 986 
Assessed value of same. , . 1,841,000 
Assessed value of rolling- stock........ 6,971,171 
Total assessment by State Board.... 36,410,576 
Equalized valueof railroad property assessed by lo- 

Onl QUBURROEBS . 50227. 9. 10. MR B00. 30. CH 4,051,349 
Total e qualized value of all railroad. property ........ 40,461,865 


Poor’s Manual in its last issue gives 7,392 as the number 
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of miles of road in the State at the close of 1877, not includ- 
ing second track and sidings. 


Illinois & St. Louis Bridge.—On the 17th, at St. 
Louis, in accordance with an agreement some time ago made 
by bondholders of different classes, a bill of foreclosure was 
filed against this company. The amount claimed as due on 
the 17th of October for the principal and interest was, on 
the first mort , $4,096,571.83, and on the second mort- 

@ $2,598,255.53. The bill was brought by the trustees, 
Sohn A. Stewart and Solon Humphrey. 


Indianapolis, Bloomington & Western.—Receiver 


Wright's report for September is as follows : 





a nee Be. $62,291.84 
PEE errr eer eer er) ce Lie 177,788.71 
|| ee ToT reor ee ane ye ee $240,080.55 

TG RURAITRANEIN,. «5 «., «10h 4 > 6: 90'den. 90:9 aces bene ted ehh yy eae 179,850.89 
ID, OR, Be nnn 0.c.c00cesncesecpan seeaabavener $60,229.66 

The disbursements exceeded the receipts by $2,062.18 for 


the month. 


Iowa Central.—This company is adding six stalls to its 
engine-house at Marshalltown, making 18 in all, is prepar- 
ing to encase its frame shops there with prick, and has just 
added to its rolling stock two freight engines and fifty coal 
cars. 


Kankakee & Southwestern.—Work is progressing 
with t rapidity on this road under the direction of Mr. 
E. T. Jeffery, Superintendent of the Illinois Central, which 
will work the road asa branch. There are now 30 miles of 
track laid, and the whole 37 miles is to be opened next week. 


Kansas Pacific.—The United States Circuit Court has 
decided, on the petitions a Meyer yg | to remove both the 
present Receivers, Henry Villard and C. 8. Greeley, and to 
appoint a new Receiver. Messrs. Villard and Greeley will 
retain office, however, until the new appointment is made. 
The new receiver, it is thought, should be a resident of Kan- 
sas and not interes in any way in the road. After some 
days’ delay the Courtappointed assole Receiver Mr. Sylvester 
T. Smith, Auditor of the road under the late receivers. 
appointment of Mr. Smith was made in pursuance of a re- 

uest to the SS by A. L. Williams, attorney for 
the Kansas Pacific way; Messrs. Hitchcock, Lubeke and 
Player, solicitors for the complainants; Wallace Pratt, at- 
torney for the Denver Extension bondholders, and T. A. 
Hurd, attorney for Adolphus Meier, constituting all the rep- 
resentatives of he complainants and defendants in the case. 


Kishpaugh Mine.—It is proposed to build a road about 
five miles long from the Kishpaugh Mine, in Warren County, 
N. J., to the Delaware, Lackawanna & Western near Buttz- 
ville. The mine is owned by the Crane Lron Company, and 
yields a very fine quality of iron ore. 


Logansport, Crawfordsville & Southwestern.— 
This company is having a line surveyed from Sand Creek, 
about four miles northeast of Rockville, Ind., down the Lit- 
tle Raccoon valley to Catlin, about five miles south to Rock- 
ville to ascertain the cost of building a track between the 
two points. If they do this and abandon the road 
Rockville, both for passenger and freight business, it will 
leave that place about four miles from any railroad. 


Manchester & Keene.—A statement having been pub- 
lished that work on this road had been suspended, and that 
the laborers had not been paid for their last month’s work, 
and had, many of them, been thrown on the town for sup- 
port, the contractors, Messrs. Dame & Bannalier, say that 
the statement is entirely without foundation. They state 
that the men are paid fully and Lac y at the regular 

riods. The road-bed is now complete, and is ready for 
iron rails, which will be laid at the rate of uarters of 
. mile per day. " 4° - re road will be coarse 

arrisville on the inst., when passenger Ss 
will be run between Greenfield ond Marrishilie e road 
will be finished by the 20th of November, connecting at 
Keene with the Ashuelot and Cheshire roads. This road will 
form a connecting link from Boston, via the Boston & Lowell 
and the Nashua & Lowell railroads, and a direct line to New 
York, via the Keene and Connecticut River road; also a 
direct line to Troy and the West, via the Hoosac Tunnel. 


Missouri, Iowa & Nebraska.—Under the arrange- 
ment lately made, this company’s trains to run 
through to Keokuk, Ia., Oct. 15. Heretofore they have 
stopped at Alexandria, Mo., five miles below Keokuk. 


Montclair & Greenwood Lake.—The New York, 
Lake Erie & Western has uired control of this often 
bankrupt railroad, by the purchase from the leading bond- 
holders of a majority interest in the first-mo bon 
which, under the reorganization scheme, by which the 
was bought at the recent foreclosure sale, will receive the 
stock in the reorganized company. It is said that of the 
$700,000 of first-mortgage bonds the purchasing company 
bought $453,000 at 50 per cent. of their face and a 5 per 
cent. assessment, which would make the cost of the control- 
ling interest $249,150. The road has had great diffi in 


earning enough to poy expenses, but the purchaser will 
be able to reduce the latter considerably by using its own 
entrance into Jersey City, instead of one now leased of 


the Hudson Connecting Rai ay. The line can be made to 
form a loop of the New York, Lake Erie & Western 
by extending it a few miles at its northern end, and 
it may have somewhat injured the value of the Erie’s local 
traffic at a few stations by its competition. There had been 
talk of eee it to a connection with another valueless 
road, the Walkill Valley, and taking a considerable milk 
traffic which the New York, Lake Erie & Western now gets, 
which would have injured the latter. Though never likely 
to be worth much, itis probably worth more to the new 

urchaser than it could be to any one else, and if it is worth 
ittle it has cost very little—less than $5,000 per mile; though 
this gives the control only, not the fee. 

The purchases of the bonds are said to have been made 
from the followi poets: $175,000 from Cyrus W. Field 
and his nephews, #1 ,000 from Arthur W. Benson, $88,000 
from Jesup, Paton & Co., $20,000 from W. C. Sheldon and 
$70,000 represented by A. S. Hewitt. If all the bonds are 
reckoned at the same value, the road is worth about $10,- 
000 per mile. 


New York Central & Hudson River.—The Alban 
Argus says: ‘Superintendent Priest, of the Central-Hud- 
son, has designated Little Falls as the point at which all 
freight-train crews are c . This point is located ex- 
actly midway between the extreme ends of the middle 
division of the road. Train crews run from Little Falls to 
West a! and return, and westward from Little Falls 
to the De Witt yard and return. This ee which 
was pereeny put in force a year or two ago. be proven so 
satisfactory that it will probably be con’ 


indefinitely. 
It adds 800 inhabitants to the population of the place.” 
The distance from Little Falls to West Albany and De Witt 
is about 72 miles, and by this arrangement train crews 
are left at home at the end of every tour of service, which 


The | the committee of the first-mortgage bondholders, and arrive, 


h | Counsel of New York. 
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takes from the long engine run system the chief objection | 
that the men have had to it. 


New York, Lake Erie & Western.—The third 
was laid through aye “ss & re the 17th. J It ong if 
standard-gauge cars might able to run through from | 
Buffalo to New York by the 1st of November. } 


New York & New England.—This company is build- | 
ing a bridge to connect its tracks with acres of the 
South Boston Flats which the state recently leased to it, and 
the dredging, building of docks, platforms, etc., stipulated 
in the lease are being done by the state. 

On the 18th inst. the company took possession of the 
Hartford, Providence & Fishkill road by decree of the United 
States Circuit Court by the exercise of its equity of redemp- 
tion as successor of the Boston, Hartford & Erie Company. 

This gives the New York & New eed Company a Tine 
of 150 miles, from Boston to Waterbury. It also obtains 
control of the Providence Division, from Willlimantic to 
Providence, 58 miles; also, of the Boston & Woonsocket 
road, 34 miles, and the Stockbri Branch, 18 miles, mak- 
ing 360 miles in all. It leases, besides, the Norwich & Wor- 
cester and the Khode Island & Massachusetts roads. The 
corporation has out $3,400,000 of bonds, covering all its 
a including the uncompleted portion of the road 

tween Waterbury and Fishkill. Mr. Clark, the manager, 
says that no more bonds will be issued except for the devel- 
7 of the line westerly, and that it will uire only 
about 60 days to put the road in running order to the 
Hudson River. It is not probable, however, that anything 
will be done before vy 4 The amount of bonds the com- 

'y has the right to issue is $10,000,000. Old Berdell 
nds are now convertible into stock ‘of the new company, 
and were selling at 3114 in Boston and 33 in New York. Six 
months ago bonds sold for 11. The managers e tina 
few days to put on through trains from_ Boston to Hartford, 
-_ connect here with the New York, New Haven & Hart- 
ord road. 


rail | 


} 


New York & Oswego Midland.—At a meeting of the 
holders of the certificates of the Receivers of this in New 


York, Oct. 23, at which two-thirds of the whole amount of 
certificates were represented, a resolution was adopted to 
select a committee of seven, with authority to confer with 


if possible, at some practical and satisfactory agreement to 
the end that the railroad property may be transferred to the 
hands of the persons who are the real owners, namely, a 
‘Successor Company” in which they shall be represented, 
and after such conference an agreement be prepared to be 
submitted to the holders of Receivers’ certificates for signa- 
ture embodying such plan as may be agreed upon; and 
that the committee have no power to make any agreement, 
and they be requested to submit no plan which does not rec- 
ognize the right of certificate-holders to the priority estab- 
lished in their favor by the decree; and re rt atas early a 
day as ible at a future meeting of the holders of Re- 
ceivers’ certificates. 

The committee appointed consists of Ex-Mayor Wm. H. 
Wickham, Mr. Thos. Dickson, Mr. W. H. Fenner of the 
Rhode Island Locomotive Works, Ju O. 8. Williams of 
Clinton, N. Y., Mr. J. J. Davenport, Jr., of Richmond, Mr. 
W. O. McDowell and Mr. William C. Whitney, Corporation 


New York & Sea Beach.—The Brookl Common 
Council last Monday nted a franchise to E. A. Hunt, 
Wm. B. Scott and M. Turman Hunt to run a ferry from a 
point on New York Bay between Forty-fifth and Forty- 
sixth streets (in Gowanus Bay) and the city of New York, 
in connection with the New York & Sea Beach Railroad, 
which extends from Coney Isiand toward Brooklyn, but 
lacks three or four miles of completion to the bay. Tt has 
not been worked for two years. 

— ee Col..W. Milnor 
week after an absence of 


Northern Pacific.—The Chief 
Roberts, arrived in New York last 
two months engaged in making a survey in Washington 
Territory through the Cascade Mountains. He has had two 
ies of 20 men each engaged in the surveys, working 
ward each other. 

North & South, of Georgia.—After long delay the 
sale of this road to satisfy the lien of the state upon it has 
been finally completed and the deed ordered to be delivered. 
The purchasers are a number of residents of Columbus, Ga., 
who intend to extend the road toa junction with the At- 


lanta & West Point. It is now 23 miles long, from Colum- 
bus to Hamilton, and is of 3 ft. gauge. 


Oil Transportation.—In Pittsburgh, Oct. 17, the Penn- 
sylvania Supreme Court decided to allow the bills presented 
by the Attorney General, alleging conspiracy to control the 
oil business and discrimination in rates, to be filed, but re- 
= Paes notice to be given tothe defendant corpora- 

ions of the intention to move for a preliminary my ay 
Argument on that motion will be heard during the term be- 
ginning Nov. 4. The first point to be decided will be whether 
the matters complained of are such as to require state action, 
or whether they are within the limit where redress can be 
had by individual actions. 


Pennsylvania.—The following statement of the business 
of all lines of this company east of Pittsburgh and Erie for 
Pe  amoregaal 1878, ascompared with the same month in 1877, 

OWS: 

A decrease in gross earnings of 
A decrease in expenses of...... 
A decrease in net earnings of 


The nine months of 1878, as compared with the same 
period of 1877, show: 


15,242 
132,520 


All lines west of Pittsburgh and Erie for the nine months 
of 1878 show a deficiency in meeting all liabilities of $391,- 
062, being a gain over the same period in 1877 of $225,964. 


Pittsburgh, Cincinnati & St. Louis.—This company’s 
a nine months ending Sept. 30 is as follows: 
Toss 


ngs 306,330 
Expenses (64 per cent.)............. cc ecece cee ceeeeeeeces 1,477,377 


ey SBT... 5. ckb as Ue taken c0sece cosedceescdeh $828,953 
Interest on bonds, nine months.... ....... .........65 502,342 
a es eer eee eee $326,611 


Surplus 
Gross earnings include interest received on equipmen' 
hired, and expenses include interest on car-trust cars and 
rental of Monongahela Extension in Pittsburgh. 


Pittsburgh & Lake Erie.—The track on this road is| 
now all down from Youngstown, O., to Middletown, Pa., 

58 miles, ing about nine miles to be completed to reach | 
Pittsburgh. section is all graded, the iron is ready, and | 
it is hoped that trains will run over the whole road | 





by the end of this month. The over the Ohio at | 
Rochester has been completed, and running over it for | 
several weeks. 
epee om Pen mmnes '& Kentucky.—This —, 
ry —, on average about cars 0! 
Freight y to deliver at , W. Va. 


$147,762 | Passe: 





ie! 


ee 
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Port Huron & Northwestern.—Work on the grading 


| was begun in Port Huron, Mich., Oct. 21, and it is to be 


completed speedily to Davisville. John M. Glavin has the 
contract. subscription of $28,000 has been guaranteed, 
which will be available as soon as the trains are running. 

visville, it is said, will be reached in two months, and an 


| extension be made to Carsonville next year, From Port 


Huron the route is north to Fort Gratiot; thence northwest- 
ward through Gratiot Centre, Clyde, Grant township and 
Worth township to Davisville. 


Southeastern, of Canada.—The repair sho f ti 
road are to be established at Waterloo, ne git hw 


Spring Valley.—Articles of incorporation of this com- 
pany were filed with the Secretary of State of West Vir- 
ginia, Oct. 17. The purpose is dec to be the construc- 

on of a railroad from Oil Spring Run on the lands of 
George Rutherford in Ritchie County, W. Va., up the val- 
ley of the run to its head, and across the ridge to the low 

p between White Oak Fork of Wasker’s Creek in Wood 

‘ounty, and Lick Runof Meyer's Fork in Ritchie County, 
joe nine short branches. ere are 200 shares, of $25 
eac 


St. Louis, Tron Mountain & Southern.—It is “ un- 
officially announced ” that the litigation between this com- 
pany and the English bondholders represented by Baring 

rothers has been amicably settled by a compromise. The 
details of the agreement are now being settled by a com- 
mittee. The understanding is that the Allen-Marquand 
management is to be continued. 


Train. Robbers Attacked.—A telegram says that the 
sheriffs of three Kansas counties, with a strong force of men 
early in the morning of the 19th discovered, surprised and 
attacked the rendezvous of a gang of train robbers west of 
Brookfield, Kan., about 200 miles west of Kansas City. 
Mike Rourke, said to be the leader of the gang that robbed a 
train on the Atchison, Topeka & Santa Fe at Ki ley, and 
also one on the Kansas City, St. Joseph & Council Bluffs at 
Winthrop, was captured, but four others succeeded in get- 
ting away, one of them wounded, closely followed south- 
ward by the sheriffs’ force. It is extremely important that 
the gang be caught, as it or others similar Las introduced a 
new element of danger in the running of trains west of the 
Mississippi. 


Valley, of Virginia.—At a meeting of stockholders resi- 
dents in Virginia, held in Lexington, Va., last week, it was 
resolved to appoint a committee to press upon the Baltimore 
& Ohio the necessity of completing the road. In case that 
company does not take any action, the committee is in- 
structed to seek from the Shenandoah Valley or any other 
company, proposals for the completion of the road, and for 
its lease or transfer to the company which may be willing to 
finish it. Should this also fail and should there be no further 
prospect of resuming work, it was resolved that the company 
should be dissolved and its charter forfeited, 

The company has 26 miles of covpleted road, from Har- 
risburg, Va., to Staunton, and a large part of the ling is 
done from Staunton to Salem, on the Atlantic, iasioats i 
& Ohio. The stock is aboutevenly divided between the Hel 
timore & Ohio, the City of Baltimore and the counties along 
the line, only a very little being held by individuals, 


Wabash.—The report filed by this company with the 
United States Circuit Court at Springfield, Ill., for the four 
months ending with August, gives the following: 

Gross earnings 


SE III, Sn» on) od andiseee cinescpenngnseseseessee 1,248, 
Te NN et ha ee F $404,973 
Payments, except for operating expenses: 
Per eemeae.: ...1. is iE... ieee. $34,151 
SEE OLE 65,025 
56,( 


On account of Wabash Equipment Co.......... . 
Purchase of P. L. P. Co. cars os 
Purchase of Madison Co. R. R 

Interest ofi funded debt 





Payments over net earnings................sccseeeee "$55,239 
ANNUAL REPORTS, 
Western Maryland. 
This company owns a line from Baltimore west by north 
to Williamsport, Md., 90 miles, and it works the Emmits- 


burg Branch, from oy ty: - to Emmittsburg, 7 miles, 
making 97 miles in all. e latest report is for the year 
ending Sept. 40, 1878. 

The city of Baltimore owns a controlling interest in the 
road, and bas indorsed most of its bonds. The company 
leases its station in Baltimore from the city and the tracks 
leading through the city from the Northern Central Com- 


pany. 
The stock and bonds are as follows: 





Stock ($7,509 per mile). ................6. 08. . $683,933 
RE CD WUE GID ion.n > v0.0 vc cavecacancccesdteosth 3,675,000 
Total ($48,432 per mile).........0......00.e00ee00e $4,358,933 


Interest upon part of the bonds is in arrears. The work 
done for the year was as follows: 


1877-78. 1876-77. Inc. orDec. P.c. 
Locomotive mileage.... 419,331 378,196 I. 41,135 10.9 
rs carried..... 368,956 339,111 1. 845 8.8 
Passenger mileage..... 7,411,061 6,582,241 I. 828,820 12.6 
Tons freight carried.... 136,021 131,367 I. 4,654 3.5 
Tonnage mileage........ 5,180,982 4,602,089 1, 488,893 10.4 
Average receipt: 
Per passenger a mile. 1.90 cts. 2.07cts.D. 0.17 ct. 8.2 
Per ton per mile........ 3.48 “ 3.47 “ 1 0.01 “ 0.3 
The passengers were classified as follows: Full fare, 164,- 


799; two-thirds fare (clergymen), 2,284; half-fare (children), 
5,538; commutation and mileage, 78,111; and excursiop- 








ists, 118,224; total. 368,956. ; 

The earnings for the year were as follows : - 
1877-78. 1876-77 Ine, or Dec. P.c. 
Passe’ C—O $140,925.70 $136,662.27 I. $4,263.43 3.2 
Freight and express. 180,773.09 167,686.49 I. 13,086.60 7.8 
Milk and market..... 17,934.88 15,717.78 I. 2,217.10 14.1 
IDEs bec acvcosape 7,567.96 12,019.33 D. 4,451.37 37.1 
Total. .i:i3.s6558 $347,201.63 $332,085.87 I. 15,115.76 4.6 
Expenses ............ 217,275.43 219,940.57 D. 2,665.14 1.2 
Net earnings. ..$129,926.20. $112,145.30 I. $17,780.90 15.9 
Gross earn. per mile. 3,579.40 3,423.57 I. 155.83 4.6 
Net " wudeaae ies | 1,156.14 I. 183.31 15.9 
Per cent. of exps.... 62.58 66.23 D. 3.65 5.5 
The above statement of gross earnings does not include 


$29,317.61, earned upon the tracks of other roads east of 
Fulton station, (in Baltimore) the trackage or tolls paid by 
this company being identical with the rates charged the 
public for the service, and being full for such service, there 
was nothing from source to credit to earnings of this 
company, and in consequence the whole amount was treated 
as a division of joint business and excluded from the ‘afore- 
going statement. In 1877 the amount so and paid 
over was $28,214.95 and in 1876, $25,486.82. 

The report says: “During the year important progress 
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and large expenditures have been made in strengthening the 

uipment, increasing depot, siding and other facilities, sub- 
stituting steel for iron rails, introducing permanent struc- 
tures for temporary or perishable ones, i with 
stone, incre excursion facilities, etc., etc. In this man- 
ner, $72,870.16 of the net earnings have been applied, and 
it will be found advisable to pursue the same course for sev- 
eral years to come, in order to place the road under the most 
favorable conditions for safe and economic operation. The 
company’s a prosecute and hasten this important 
work ane soon —. increased by its earnings from 
new sources, while such additional traffic will not materially 
increase the cost of operating.” 

In order to accommodate and encourage the excursion bus- 
iness, the most attractive features of the Blue Ridge adjac- 
ent to the road have been controlled and many improve- 
ments made at different points, such as pavilions, restaur- 
ants, carri: ves, etc. The company has refused offers 
to dispose of these facilities and intends to keep them. A 
company has been organized to build a large summer hotel 
on the line of the in the mountains. 

The report says, in conclusion: ‘‘The matter of the pur- 
chase by The city (Baltimore) of the second preferred bonds 
of the — has already been brought to the 
attention of the Mayor and City Council and the City Finance 
Commissioners, has much to commend it, and the directors 


on the part of the city will be ay ym at the proper time 
to present the matter and show the im Pp 


portant advantages 

me. Foy bg important bas been mad 
; ng ear n e upon 
the Baltimore © Hanover, and fre Wiese & eooheatied 


Valley railroads, and there is every reason to believe that 
the influence of both, as Se yrer J roads, will be felt by this 
company before the close of another year.” 


Central, of Georgia. 
The lines worked by this company are as follows: 








Central! Railroad: Miles. 
Savannah, Ga., to Macon................ dbhladhsbibietbawtss 192.0 
Gordon to Eatonton.............. Mh crlebitigntel (abcan véent enn’ 39.0 
Augtsta Branch, Millen to Augusta..................... . &8.0 
Total Savannah Division.... ..............0...eee eee 284.0 
Atlanta Division, Macon to Atlanta.....................005 102.5 
a I Bins.ke cies sccncases cccvcesetiatwell 386.5 

Southwestern Railroad: 

Macon, Ga., to Eufaula, Ala...........-.. ee. .eee ee 143.0 

Mu Branch, Fort Valley, Ga., to Columbus.. 71.0 

Fort Gaines Branch, Cuthbert to Fort Gaines. ...... 20.0 

Albany Branch, Smithville to Albany............... 23.5 

Blak ey. Extension, Albany to Arlington. .. 35.5 

Perry Branch, Fort Valley to Perry........ « «12.5 meas 

Upson County R. R., Barnesville to Thomaston........... 16.5 
Total worked........... Lddives's Sekai we bive st .seeudes 708.5 


The road owned is the line from Savannah to Macon, the 
Eatonton Branch and the Atlanta Division, 333.5 miles; the 
Au Branch and the Southwestern road are leased, and 
the Upson County road controlled and worked. The com- 
pany also owns one-half interest in the Western Railroad of 
Alabama; the Ocean Steamship Company, whose lines run 
between Savannah and New York; and controlling interests 
in the Mobile & Girard and Vicksburg & Brunswick roads, 
besides large interests in other connecting lines. From ad- 
vanced copies of President Wadley’s report for the year end- 

















ing Aug. 31, 1878, the ae statements are taken. 
The earnings of the various lines for the year were as fol- 
lows: 
1877-78. 1876-77. Inc. or Dec. P.c. 
Central R. R., " 
Savannah Div.$1,389,008,27 $1,219,475.95 I..$169,532.32 13.9 
Central R. R.; 
Atlanta Div... 537,820.35 497,883.55 I.. 39,936.80 8.0 
Southwestern 
M. Biikiske 739,223.28 683,935.45 IL. 55,287.83 8.1 
Upson County 
RR Sos Gaara 9,266.54 7,797.26 1. 1,469.28 18.8 
Total earn- 
ings ....$2,675,318.44 $2,409,092.21 1..$266,226.23 11.1 
Expenses: 
Savannah Div.. 824,279.94 821,255.06 I.. 3,024.88 0.4 
Atlanta Div.... 309,937.36 204,424.01 L.. 15,512.45 5.3 
Southwestern 
. ae 438,996.02 458,257.24 D. 19,261.22 4.2 
Upson County 
R Bis ocsntte 8,137.60 8,229.65 D. 92.05 1.1 
Total exps.$1,581,350.92 $1,581,166.86 D. $815.94 0.1 
Net Earnings: 
Savannah Div.. $564,728.33 $398,220.89 1..$166,507.44 41.8 
Atlanta Div.... | 227,882,909 ~ 203,458.64 T.. 24,424.35 12.0 
Southwestern 
Se ae oe 300,227.26 225,678.21 I.. 74,549.05 33.0 
Upson County 
b Bes eceecetes 1,128.94 EE ckwavevecncudes ri 
Total net 
earn... .$1,093,967.52 $826,925.35 1..$267,042.17 32.3 
Central R. R. 
pO ee 46.305 61 30,761.35 I.. 15,544.26 50.5 
Bank expenses. 16,963.46 16,198.25 L.. 765.21 4.7 
Bank net 
profits... $29,342.15 $14,563.10 I.. $14,779.05 101.2 
Total net 
earn ....$1,123,309.67 $841,488.45 I..$281,821.22 33.5 
* Deficit. 
The average results for the two years were as follows: 
ae 877-1 — 1870-7 
Gross Net P. c. Gross Net P. c. 
earn. earn. of earn. earn. of 
pr.m. pr.m. exps. pr.m. pr.m._ exps, 
Central R. R., 
Savannah 
DP scenecccd 891 1,988 50.34 $4,204 $1,402 67.32 
Atlanta Div.... 5,247 2,217 57.63 4,857 1,985 59.14 
Southwestern 
»p Mvcabsekee 983 59.39 2,239 739 67.00 
ops County 
b Mies conn een 562 68 87.81 le 105.55 
All lines.$3,776 $1,544 59.11 $3,400 $1,167 65.67 


The improvement on the Savannah Division is largely due 
te the recovery from the loss inflicted during the prevalence 
of yellow fever at Savannah in the fall of 1876, and fully 
confirms the statements to that effect made in last year’s re- 
port. The increase on the Atlanta Division is considerable 
and due chiefly to steady growth of traffic. The Southwest- 
ern road, whose business is chiefly local, shows also a grati- 
fying increase in earnings. 

‘~ report says : . is ~ Sag Meyoree ee economy 
in the managemen your improve- 
ment of your oy been looked to, and it is confi- 
dently believed to be in a better condition than at any 
vious date. In the renewal of rails steel has been ado) 4 
except to the extent that can be supplied by re-rolling the 
worn-out iron, paying in old rails for prope f ewig Sew 
past year there have been 3,000,tons of steel the 
track. We have added 50 it cars to our besides 
making extensive improvements to our stock of passenger 
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and baggage cars. In the engine department, one new en- 
gine has been built in the shops in Savannah, and extensive 
repairs made on all our motive power. 

‘* Extensive repairs have been made to our buildings and 
an addition to our shops in Macon has been commenced, and 
considerable progress made toward completion. This im- 

rovement will enable us to concentrate our work by clos- 
ing up the shops in East Macon, and will result in a positive 
saving in expense. * * * 

“In December last, after a very careful review of the 
financial condition of the company, the board determined 
upon the resumption of dividends (of which the stockholders 
had been deprived for the past three years), keeping them at | 
a figure that would enable us to create a sinking fund of not 
less than $100,000, to provide for maturing o ligations of 
the company. In accordance with this determination, a 
dividend of 244 per cent. was declared in December, and 
another of like amount in June. While the board would be 
very glad to pay a larger dividend than this, it is believed 
that it would not be prudent to do so, at least for the 
present. The wisdom of providing for the maturing obliga- | 
tions of the company has been gery by the gradual but 
steady appreciation of its stock and bonds, Its credit— 
always good—is now established upon a firm basis.” 

The business of the Ocean Steamship Company (owned by 
this comeney has been so large that extra steamers had to 
chartered. Two new steamers have been ordered and built, 
in addition to the two built the previous year. All four | 
were built by John Roach & Son. 

The report refers with regret to the retirement of Gen. E. 
P. Alexander from the management of the Western Rail- 
road of Alabama. From his successor, Mr. Gabbett, a 
young but energetic man, much is hoped. The report fur- | 
ther says of the Western road: ‘‘ The earnings of that road | 
for the year ending Aug. 31 show a very gratifying increase 
over the previous year, the net result being $76,127.97 | 
greater than for the year ending on Aug. 31, 1877. Within | 
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the past month or six weeks the earnings, especially in the 
passenger traffic, have been aceon | affected by the epi- 
demic that has been prevailing in New Orleans. Should 
this cease at an early day and the business of the road con- 
tinue to improve for the coming year as for the past, it will 
be no longer a charge upon its owners. 


‘The obligations of the contract between this company 
and the Georgia Railroad Company for a partition of that 
part of the Western Railroad from Opelika to West Point 


and Columbus, have been acknowled 


! by the President of 
the Georgia Railroad Com 


t ny, but that company does not 
wish to take the West Point end for the present, and as 
there appears to be no special reason for urging an imme- 
diate partition, the matter has been allowed to remain as at 
the date of the last report. 

“‘ Reference was made in the last report to a settlement 
that had been made with the Mobile & Girard Railroad 
Company, and the board takes pleasure in reporting that 
the business of that road: is meeting the expectations then 
entertained. Its earnings have been equal to its interest, 
and there has also been a marked improvement in the condi- 
tion of the property.” 

The claim of the State on the Upson County road for taxes 
is unsettled. The health and sanitary condition of Savan- 
nah has been good, and no trouble is expected from epidemic 
there while as much care is taken as at present. 

The report says, in conclusion: ‘The Southern Railway 
& Steamship Association, to which reference has been 
made in the last two annual reports, is yet in operation, and 
it is hoped that the improvements which have n made in 
its organization will enable it to fulfill the expectations of its 
projectors; but the board are fully aware of the difficulties 
to be overcome, and whether this company and its depen- 
dencies will continue in it, must depend upon its ability to 
= the parties associated to keep good Faith. If that can- 
not be accomplished, it will then cleasty be the duty of your 
company to protect its interests outside of the Association.” 


LOCOMOTIVE RETURNS, JULY, 1878. 
Master Mechanics of all American railroads are invited to send us their monthly returns for this table. 
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* Five empty cars rated as three loaded ones. 
+ Switching engines allowed 6 miles per hour; 
¢ Switching — allowed 6 miles per hour. 
| Switching and work-train engines allowed 





% Two empty cars rated as one loaded one. 
tt eers’, firemen's and wipers’ wages not included in 
ton of coal is 2,000 lbs., unless otherwise noted; 25 b 


6 miles per hour; no switching mileage allowed to train e 
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Allegheny Val., River Div.*.... 189 41 83,625) 2,040 44.86 .... ./27.03 22.10 0.737) 3.82) 3.00 0.45).... .} 6.14/13.41 »: bs 

Low Gr'de Div.*.............. 120, 18 = 36,820| 2,046/35.87).... .|20.95 20.30 0.763, 2.93) 3.17 0.59 ..|. | 5,97 12.66) 20}. 
Atlantic & Great Western, Ist : } 

PERNT C055 wns. «cick 228 83) 211,431) 2,547/43.98).... .|18.01/16.10).... .. 3.60) 4.57 0.43 0.68) 5.86/15.14| 1.93 

eS eee 197, 50 133,527 | 2,671 41.87 30.66 16.90). .. .. 4.00) 4.03 0.26) 0.65) 5.50/14.44| 1.66 

Mahoni BP Rv (snakes caeaes 88 52 115,489) 2,221/46.58).... .|21.8917.70).... .| 3.56) 4.24 0.33) 0.49) 5.51/14.13 1.88 
Atlantic & Gulf.......... ... Te PPE REA) esd: HI AUN MA ER Bite Mecemm beettign Haapiom SAN” et Ay thee ‘ 
California Pacific. ... ........ 31,091! 2,392|36.68)... .|19.53|.... .|.... || 9.84/16.77, 0.51) 0.56] 7.46'35.14| 6.00 i 
Cen. Pac., Western Div.t..... 159,451! 2,658 40.73).... ./16.55).... .|/.... .| 5.90!/14.97 0.51 0.58) 7.64 29.60) 6.00 75 

pS Reet eee 26,322 2,925 54.31) .... .}16.72).... .|.... .| 3.97/11.22 0.47) 0.18) 6.73 22.57) 6.00 .75 

RIOR 5.00.0. 0.n0 2) gmcanes'e 23,540, 2,140 43.43) .... ./12.74).....|.... .| 5.38/14.01) 0.62 0.30) 8.05 28.36 6.00 75 

Los Angeles, San Diego, | | 

Yuma & Wilmington Divs.+/ 408) 17, 43,274) 2,546 65.61! ... .|15.01).. 4.73| 9.34! 0.53. 0.18! 7.55/22.33] 6.00] 5.75 

Sacramento Div.*........... 120 37 80,093 2,165'.... .!29.14/15.92! .. «|. 4.45/19.73 0.52 0.51) 9.28 34.49].... .| 5.75 

Oregon Div.+ ..........s.e005 152 a 21,5 3,084 '32.10 68.92/21.06) .. | 1.44'18.35, 0.42 0.16) 8.41/28 78| 6.00) 5.75 

Truckee Div.t................| 205) 2 58,697) 2,258 40.34'3:2.80|17.87) .. 4.46)16.13 0.47 0.53) 8.55/30.14) 6.00] 5.75 

Humboldt Div.t.......... ... 201, 19) 46,795 2,463 48.84)..°. .|20.36)..°° |) 6.31|12.49; 0.40 0.21) 7.57/26.98| 6.00| 5.75 

py es gS pare 219 27 ,838, 2,549 38.73).... .|14.82).. 6.07;15.67 0.59 0.53) 7.50/30.36/] 6.00] 5.75 
Chicago & Eastern Ilinoist ...| 159) 29 80,310, 2,76940.01).... ./15.00).. 3.98) 2.89 0.34 ..... | 5.85/13,06].... .J.... 
Cleve., Col., Cin. & Ind., Co- 2 | | | ¢ 

IES chs viet vipcsn cites end 138) 58 162,212) 2,779 46.47|58.73| 29.68) .. 2.02) 4.46 0.41 0.58) 5.87/13.34) 1.92] 2.75 

Indianapolis Div............. 203| 64, 191,914 2,992 47.80/43.18/22.81 3.90) 4.23 0.53) 0.95) 5.58/15.19] 1.75] 2.75 

Cincinnati Div................ 130} 33) 82,466) 2,496 46.36].... ./19.97).... .|. 2.30) 3.67 0.58 0.88) 5.91/13.34| 1.55) 2.75 
Cleveland & Mahoning Valley. 41 8 14,183 2,837 52.14) .... ./21.68 10.60).... .| 4.65) 3.44 0.28 1.20) 6.08/15.65) 1.64] 2.61 
Cleveland & Pittsburgh*...... 225) 77| 158,717 2,061 53.67|.... .|19.26 16.90/0.939, 3.16) 2.52, 0.42 2.62 6.35] 15.07 1.20) 3.20 
Del., Lackawanna & Western, i | } } 

Bloomsburg Div.§........... 80)' 20 50, . ee ee .|31.18).... .|.2.. ./18.00].... .| 0.62).... .| 446/22.98].... .]..... 
Erie & Pittsburgh*............ 98} 29 59,732 2,060 46.24).... .|18.2217.70/0.751| 2.39) 3.49) 0. 2.04) 6.31/14.67) 1.61) 1.61 
Grand Trunk, Portland Div.......| 41] 88,234) 2,152/46.71|.... ||... A a SE Set sere Meum t Necen bert fens Pan 

Eastern Div...............+-/+++ | 59 154,194 2,614... ||.... IN Fale) iis Sathe.cicocohse cava] Liwetvbek dal bids <t/GR de 

Champlain Div ............).... | 11) 19,888) 1,808 47.04) .°°) || .°.. 16.90 ards euabeln AGar coved tabbdacss dimes. 

Central Div........ a sciavesin BEG Cone 323,194) 2,524/49.25). .. .}..... 23.10) . ehileccs Aca Ti shete bebee aardttanaicts 

Western Div O 192,267 2,210 52.16)... --+- -/19.50 ade doese shoves a1 ace Roser atheee eters Ghee 

Buffalo Div...... rey 64,389; 2,927'60.21|.... .|..... 17.10)... She 6] ee eRemen el. dol abun eb ona eect. 

Detroit Div. A 51,787) 2,878'35.66). ....|.... -/19.80) .. we c[oeve sleses slesee alone close cleews sfesen « 
Green Bay & Minnesota.. ... 240) 12 25,781 2,148 76.00)45.50)11.59 9.82) em 2.56) 5.538 0.52 0.05) 5.02/13.68) 3.75) 2.50 
Houston & Texas Central| ... 498) 59 136,127 2,307 53.20/44.10/16.40).... .|.... .| 3.90) 6.87, 0.51, 1.12] 6.55/18.97| 3.50] 3.38 
Ill. Cen., Chicago Div.4........ 253) 61) 159,796) 2,620 38.46)... .|16.49!18.53!.... .| 2.50) 4.86) 0.28 .... .| 5.84/13.48] 1.75] 4.20 

uth Div.f. ................/227| 28] 63,341) 2)262/41.86]: ||| |/15.80/13.96)... | 5.16] 4.48, 0.29)... - 5.82/15.75| 1.75] 4.20 

North Div.4 ................| 231} 35 73,390, 2,097 37.69) .... .|15.76 12.69)..... 5.33) 4.93 0.28...... | 6,03/16.58! 1.75] 4.20 

Springfield Div.4.. .........) 113 10 20,271, 2,027,43.31|.... ./20.43)13.89).... . 3.37| 3.53) 0.26).... .| 5.34/12.50) 1.45] 2.65 

“eS. Per roe 401, « 90,615, 2,385 39.10).... .|17.62)11.97|.... .| 3.47) 7.63) 0.27..... .| 6.02/17.41 2.60) 4.90 
Jeff’nville, Madison & Ind’s*.. 226) 43) 93,557, 2,176 45.46/28.80/13.59 20.34/0.880, 4.07| 5.83, 0.45, 2.27| 5.78|18.40| 2.50) 2.25 
Kansas Pacific'................ 744, 66 155,741) 2,360 29.69).... . Th | Se Peek Se a 6.93/26.30) 3.49] 2.90 
Kansas City, St. Jo. & Council! | } | } 

EEO RE ners ie 271) 31 = 92,038 2,969)65.40|.... . 27.30)... .|.... .| 4.00] 4.30) 0.80)... . 6.60}15.20) 2.65] 3.25 
Lake Shore & Mich. Southern, } | 

Buffalo Div.t............... «|---| 89) 194,886) 2,189/44.19/45.65]24.04)...../.... .| 3.66] 6.82! 0.27/.....| 5.79/16.54 2.85] 5.69 

 } OS errr ocene| sess) aaa 230,588 2, 39.87).... ./90.35!.... 1... 3.66) 6.65, 0.23 ..... .| 5.70/16.28) 2.51) 5.43 

- fT, reer cy 548 ee 137,615 1,619 34.76/57.48/21.31) .. 4.72| 8.45) 0.33)... 5.75|19.28) 2.92) 4.08 

Mich. Southern Div.¢........|....| 208 376,716, 1,811 45.09/69. 19/20.93 .. 4.62) 7.35 0.28) .....| 5.97/18.10) 3.35) 4.63 
Little Rock, Miss. River & Téx. 100) 4 7,804 1,951)..... 81.00/13.00 . 3.00) 2.70 0.40 2.20) 8.80)17.10)..... 2.25 
Louisville, Cin. & Lexington}. .... = 100,398 ....... RS: 8 ee ee 2.64) 6.67 0.45, 1.83) 5.89)17.48] 2.11) 3.00 
Louisv’e & Nash., First Div.t.. 332) 57 110,981; 1,947'35.58).... .]19.62).... .)... 4.34) 6.47 0.28 1.30) 7.04/19.43} 2.02] 2.40 

| Ear 200' 36 77,654 2,157'37.31).... ./12.11 Pt eee 4.09} 5.68 0.45) 2.12) 6.18/18.52| 2.06] 2.59 

SS eee 131| 14 37,090 2,649 43.61).... .|14.27 3 5- 5.14] 7.34 0.42) 2.01) 6.08/20.99' 3.15} 2.30 

Nashville & Decatur Div.¢ .. 122) 16 35,781! 2,236 36.08|.... .}12.70 ..... oS 4.45) 7.58 0.54 2.34) 6.54/21.45 2.57) 3.10 

8S. & N. Alabama R. R.}.....| 183) 28 56,937, 2,033'39.60) .... .|12.60).... .|.. 4.56) 5.85 0.64 1.33) 6.17/18.55) 2.19] 2.42 
Marq., Hought’n& Ontonagon 88 23 36,2 1,577 43.54 22.89/68.84) . 1.19) 9.56 0.47 ..... 5.52)16.74, 4.00)... . 
Northern Central, Elmira & | | 

Canandaigua Divs........... 147| 45 95,669, 2,126 36.23 20.83 ote 5.44) 4.62 0.56. .| 5.62|16.24] 1.60] 2.00 
Penn., New York Div.tt....... 120; 118 297, 2,522 39.66) .... ..11.16 pi 4.30) 7.80 0.80 . .... .|12.90) 3.00] 4.80 

CS ae 154; 40 78,233 1,956 60.48) .... . 20.66 Oe 3.60) 5.10 0.40... 4 | 9.10} 3.00} 4.80 
_ pelvidere Div.tt............ 103) 34 56,045; 1,648 43.35).... . 13.64 aS 3.50} 7.10) 0.50 .... |. 111.10} 3.00] 4.80 
°'. Philadelphia Div.tt........... 191/147! 376,292; 2,560 31.36).... .|16.08 oak 4.20). 4.10) 0.60 dis -| 8.90) 1.20) 2.64 
- ‘Middle Div.tt..... ........... 132) 91) 260,243, 2,860 35.70). 21.19). . Sats 5.10) 3.50 0.40 .....). -| 9.00} 1.20) 2.64 
oh ees Ov. F0 e. c. ise es 4S 221/176) 407,195, 2,314 30.80).... .|13.89 di 7.30} 4.00, 0.60 .....). }11.90) 1.20) 2.64 

ee Ce Ee 107) 32) 59,241 1,851/21.70).. 21.93 bia 8.60) 5.60 0.50 .....). 14.70; 1.20) 2.66 
est Penn. Div.tt....... 104| 23) 42,849 1,863'43.08).... .'33.76 pe 7.60/ 2.90) 0.30 ..... j.+++ «10,80; 1.20) 2.64 

Lewistown Div.tt............ 56)° 5 10,536, 2,107 41.12).... ./19.84 aS 0.70} 3.00 0.40 .. -- «| 410) 1.20! 2.66 
*~Bedford Div.tt.............. 57). ..5, 8,682) 1,736/38.51).... ./27.7! ro. 6.80) 3.20 0.30 .. .. .[10.30} 1.20! 2.75 
Pitts., Fort Wayne & Chicago, | | | | } 

oe aye “th Spa ciel: pieS _ Pyar aan ee Sade wey 16.50)0.823 2.49) 3.12) 0.37 1.47) 6.21/13.66) 1.50) 1.56 

CO ae 261,515, 2,5 a chad 7.50 24.90/0.471) 3.21) 3, 0.35 2.91! 5.87|16.03) 1.66) 1. 
Pitts., Cin, & St. Louis, Littie | | Prene aoe te 

Miami Div.*... ee ececeesse eos 197; 37 99,132 2,679 50.51).... . 13.50 17.36/0.747, 3.84) 4.25 0.45 2.34) 5.57/16.45/ 2.10! 2.00 

Bene OA. Ls. Div.®......50. 224, 90 229,632, 2,551 34.97).... .|21.81/20.17/0.770' 6.04) 2.37 0.38 2.25 5.62/16.66) 0.75) 2.60 
Pittsb’gh, Titusville & Buffalo* 158) 2 38,260, 1,913 45.44).... ./22.20 19.50/1.067 5.45) 3.67 0.48 .... 5.86/15.46) .... .) 00... 
St. Louis, Iron Mt. & So., Ar . 

OS Perera CL 80,255 2,508).... ./44.40'14 30 2.69) 5.62) 0.48 . +} 6.37/15.16) ... .) 2.50 
St. Louis & San Francisco}.... 328)... ft 39.30) .... ./14.50)... 2.70) 5.30) 0.34 .... .| 5.62/13.96) 2.10 1.80 
St. Louis & 8. E., St. L. Div... 208). 57,870) ....... 47.80) .... .|19.60 4.03} 2.31) 0.27 .... .| 5.50/12.11) 1.00 ..... 

5 ON ee 145)....] as 32.50) .. 16.20) ..... 4.12) 2.47 0.26 .... .| 5.97/12.82) 0.77)..... 
Stockton & Copperopolis...... 49| 3 5,113, 1,704 32.67).... .|11.62). 8.87|19.78) 0.85 0.85) 7.90/38.25] 6.00 5.75 
Weat Jerseytt................ 128) 18 7, 2,667 48.98) . . 21.19 }. 3.00} 7.00) 0.40... .!.... -|10.40) 3.40) 3.93 

{ | | | 


helping engines, actual distance run and 4 miles per hour while waiting trains, 


Fuei not estimated 
nes. 
Three empty caré rated as two loaded ones. 


yo wd mile run. 


ls counted to the ton. 








